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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every ec concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





RAILROAD PENSIONS 


NE of the aspects of the present day legislative 
and administrative muddle is the spectacle of the 
government paying out of the treasury—the funds of 
which are the product of public taxation—pensions to 
railroad employes. Strange to say, this is being done 
under the ruling of a court—the District Court of the 
District of Columbia—though the same court held un- 
constitutional the act levying a special tax to raise the 
necessary pension funds. If it is constitutional thus 
to pay pensions to railroad employes why not govern- 
Ment pensions for barbers, and bar-tenders, and 
editors? 
However, we have no idea but that the Supreme 
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Court of the United States, when the case comes be- 
fore it, will knock out both acts, the one providing for 
payment of railroad pensions out of the public treasury 
as well as the one levying special taxes. In common 
sense and fairness, what is the difference between rail- 
road pensions paid out of the general fund, raised by 
taxes, and railroad pensions paid out of the proceeds 
of a special tax? Is constitutional law based on fair- 
ness and common sense, or is it not? We wait for the 
Supreme Court to tell us. 


Meanwhile, this one-sided exhibition of “social se- 
curity” goes on at the expense of the taxpayers for the 
benefit of retired railroad workers. Of course, the 
logical conclusion of a scheme of this sort is a pension 
for every retired employe in every kind of business 
paid by the public—and that would have been the log- 
ical result of even the dual legislative plan, part of 
which has been held invalid, the only difference being 
that, if both laws had been held valid, the government 
would have to lay a special tax for each in the cases 
of the barbers, the bar-tenders, the editors, and so on; 
if not, why not? Why not adopt the Townsend plan 
and have done with it? Why not give a living to every- 
body who is, for any reason, out of employment with- 
out any thought of asking him to work for it? When 
shall we arrive at the conclusion that wise social secu- 
rity consists in administering charity to those unable 
to work and giving work to those able to work, the 
plan being administered fairly and without favoritism, 
instead of these sophomoric and political schemes to | 
favor one class or another? 


THE KEESHIN POLICY 


E hold no brief for J. L. Keeshin, neither do we 

attempt to glorify him or hold him up to view as 
a paragon of all the virtues, business and moral. He 
is a business man—withal a smart one and backed 
by “smart money”—and, doubtless, his courses are dic- 
tated by what seem to him ideas that mean profits in 
the motor transport business. But the point is that 
he is smart and has breadth of vision and his policies 
in the matter of competition for freight traffic are, 
therefore, worth consideration. 


To us it seems that he, from the first, has been 
sound in his dealing with the subject. From the start 
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he was for regulation of motor transport, not only be- 
cause he thought it was fair that the competitors of 
the railroads should be regulated even as the railroads 
were regulated, but because he thought it was for the 
benefit of the motor transport business to be regulated. 

With that matter out of the way, comes the ques- 
tion of how and to what extent the trucks shall attempt 
to compete with the railroads. Again Mr. Keeshin 
displays, we think, sound understanding. He recog- 
nizes the fact that the motor truck has its limitations 
just as has the railroad; he would have the truck fill 
the field and provide the service for which it is best 
adapted and leave to the railroad the traffic it can best 
and most economically carry. This is an ideal, per- 
haps, difficult to achieve in the heat of striving for 
business and sometimes, perhaps, the line is hard to 
draw, but the Keeshin idea is the sound one. The 
truckers have nothing to gain, in the long run, by 
endeavoring to enter what is manifestly the railroad 
field; they can achieve their best success by striving 
for what good sense will tell them is the traffic for 
which they offer the better medium. 

Of course, all this applies in reverse to the rail- 
roads also—but we are talking now of the trucks. It 
is a wise man who knows his own strength and also 
his own limitations. 


RAILROAD COORDINATION 


T is usual for those with whom fault is found for 

the things they have not done to justify themselves 
by the record of accomplishment—and the railroads 
are no exception. Thus J. J. Pelley, president of the 
Association of American Railroads, in his Chicago 
address this week, minimized -the importance of the 
demand for railroad coordination by reciting the ac- 
complishments of the railroads in this respect. 

It is true, as he said, that coordination is a hundred 
years old with the railroads; that hundreds of stations, 
and bridges, and yards are used jointly by more than 
one railroad; that many miles of track are so used; 
that a hundred thousand cars are loaded every day 
and shipped with dispatch to nearly as many destina- 
tions, all without worry to the shippers, on account of 
a complete cooperative scheme on the part of the rail- 
roads participating in the movements. As he said, this 
has all come about, not by reason of some grand, 
definite plan, but bit by bit in the process of ordinary 
business. To the extent that it exists—and the extent 
is great—the railroads are entitled to credit, but a 
coordination that has come about in the ordinary 
processes of doing business, effective as it may be, is 
not enough, Mr. Pelley, to meet the exigencies of the 
present situation. There must be a grand and definite 
plan, or several such plans, to meet what is not the 
ordinary convenience of business, but the threat of 
failure that can be successfully met only by extraor- 
dinary measures. For a base ball team to say that 
it made ten hits is not enough if eleven or twelve were 
necessary to win the game; for a prize fighter to de- 
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fend himself on the ground that he delivered a dozen 
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hard punches is not enough if another punch would 
have won the fight and, failing to deliver it, he lost, 

We give credit to the railroads for all they have 
accomplished, their cooperative efforts as well as other 
things, especially in these later days when they seem 
somewhat to be waking up—but they must do more, 
Complacency should have no place in the picture today, 


F those responsible for the celebration of ‘Railroad 
Week” in the west were entitled to credit for noth- 
ing else it would be for the fact that they did not dress 
their “queen” and her maids of honor in bathing suits 
—in fact, that they selected the kind of maids who 
apparently would not lend themselves to the immodest 


display of pulchritude that is usual on such occasions, J 


They were young ladies chosen from the offices of the 
railroads and they looked like what they doubtless 
were—sweet girls whose loveliness needed no adorning. 


LESS REGULATION 


N a recent editorial, in commenting on what seemed 
to be a tendency on the part of the railroads to 
take the position that there ought to be a simplification 
of the regulation applied to them, we referred to an 
address made by R. V. Fletcher, general counsel and 
vice president of the Association of American Rail- 
roads, as indicating something of that sort, though he 
proposed no definite program and though, not so long 
ago, he had said publicly that he would be at a loss 
to suggest respects in which the railroads should be 
relieved of regulation. But Mr. Fletcher is moving, 
and moving in the right direction. In an address in 
Chicago this week he not only set forth a specific pro- 
gram for rélieving the railroads of oppressive regula 
tion, but he added: “I could go on beyond the limits 
of your patience with a catalogue of regulations that 
should be repealed or modified.” 

Finally, in continuing the line of thought expressed 
by him in another recent speech on which we com- 
mented June 27 under the head, “A Business Policy,” 
he said in this week’s address: “All forms of transpor- 
tation should be privileged to handle their affairs in 
accordance with the demands of modern business and 
in the light of recent experience. All of us, I think, 
have been too greatly the servile followers of prece- 
dent, inclined too little to strike out into new courses 
where changed conditions seem to lead.” 

To all of which we say “Amen.” May Mr. 
Fletcher’s thoughts take form in action as well as 
words. 


FREE TRANSPORTATION 
5" aie the coming of government regulation o 
motor carriers and the approach to it with re 
spect to air carriers (though it has not yet, so far & 
we recollect, been discussed with respect to water cal 
riers, which are also under partial government regula 
(Continued on page 108) 
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Current Topics in 
Washington 





About the time when the ther- 
mometer was making its 1936 high 
kick in Washington (105 degrees), 
clerks in the Commission’s Bureau 
of Finance were filing, in Finance No. 
10772, Chicago Great Western reor- 
ganization orders issued by Judge Charles E. Woodward, per- 
mitting Trustees Joyce and Walter to do specified things. 

“Order authorizing trustees to purchase three snow 
plows,” was the caption of one of the orders the clerks chucked 
into the file. It authorized the trustees to increase the road’s 
snow plows from three to six, so the trustees would not be 
hampered in the handling of traffic next winter, each to cost 
$37,175. 


Pleasing Work 
for Clerks on a 
Blistering Hot Day 





Human memory is a thing that can- 
not be measured or controlled. Stubbing 
one’s toe may bring to mind again that 
heavenly moon lit night when love’s 
young dream was galloping along madly 
until interrupted by the breaking of the 
hammock rope, or it may bring a reminder of the odor of the 
Limburger cheese the joker placed inside the hat band. 

But the Commission’s decision in the perishable freight 
charge case last week brought a logical memory manifestation. 
It reminded some of the median age veteran practitioners before 
the Commission—such as “Ed” McVann and August Gutheim, 
for illustration—of one of the noblest thoughts committed to 
paper, in the days when the railroads of the country, under 
the guidance of W. G. McAdoo, were showing what politicians 
could do to a fine organization. They were war days, whether 
before or after the surrender of Germany is not material, and 
railroad cars were being put to strange uses. 

One of the troubles with which the McAdoo regime had to 
deal was refrigerator cars that had run out of ice. Shippers, 
expecting trains to run on nearly scheduled time, issued icing 
orders, as usual. Sometimes the shippers guessed wrong as to 
the necessity for icing a shipment, because they could not 
guess how long the shipments would be on the road. Then 
there was trouble. 

With a wide gesture, the McAdoo regime decided to get 
rid of trouble. Out went an order that was iron clad. All 
refrigerator cars when they arrived at Potomac Yards from 
the south should be iced regardless of whether any such in- 
struction appeared on the billing. The McAdoo administration 
was not going to have any more trouble. No, sir! All cars 
should be iced, without exception. ee 

And they were, including a whole trainload of pig iron! 
How could the makers of the order foresee that it might be 
necessary or desirable, for once at least, to use surplus refrig- 
erator cars even for so plebeian a thing as pig iron? 


And the Pig 
iron Was 
Abundantly Iced 





In Conyers Read’s appraisal of the 


Queen Elizabeth Tudor rulers of England it is said: 
Made Relief a 


National Obligation 


One of the most serious problems which 
England had to face throughout Elizabeth's 
reign was this problem of poverty and it 
got worse instead of better as time went 
on. The old ways of dealing with it, by private charity, by the church. 
and by the towns individually, proved to be hopelessly inadequate. 
Finally Elizabeth undertook to define and impose a program of poor 
relief for England as a whole. We need not stop to consider its pro- 
visions. They did not accomplish what they set out to accomplish. 
The poor are still with us and like to be. The significant fact is that 
the Elizabethan poor law of 1597 definitely recognized poverty as a 
national problem and for the first time definitely attempted to deal 
with it comprehensively on a national basis. The national responsibility 
Was then positively assumed and has never since been denied. There- 
after it was a matter of ways and means, of national policy, not of 
National obligation. 


_Anybody could point out that Elizabeth was then merely 
trying to substitute a new organization for the care of the 
poor for the one her father, Henry VIII, had destroyed when 
he took over church property that had taken care of the poor; 

trying, in a measure, to undo the harm of the enclosure 
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of the commons which the poor had used practically without 
price, the enclosures being made for the benefit of the rich 
city merchant class men who had bought church lands and 
devoted them to the raising of sheep to furnish the cloth which 
they exported. 

Nothing of that sort has taken place in the United States. 
The national government was created to do the things, which, 
by reason of a direct conflict of rights among sovereign states, 
could no longer be done by a single or all the states, acting 
independently, without destroying the “more perfect union” set 
up under the Constitution. 





John D. Rockefeller, being ninety-seven 
years old, probably never says such and 
such a thing is the first or last of its sort. 
Nor, it might be suggested, will he say 
that such a thing has not yet been done. 
He has lived long enough to beware of 
traveling, in language, in that way. 

All of which but illustrates the Biblical language about sin 
finding you out; also that there was a time when members of 
the Commission, in official documents referred to themselves 
as “Hon.,” even if as was said in this column July 4, “the 
Commission has not yet begun calling members of itself ‘Hon.’ ” 

The fact is that, as pointed out by C. A. Miller, general 
counsel of the American Short Line Railroad Association, in 
its annual reports from 1887 to 1906, members of the Com- 
mission were listed with the title “Hon.” prefixed to their 
names. The old practice was reformed with the report of 
1907. Of course the secretary assembles the reports but the 
commissioners are responsible for them. 


And Be Sure 
Your Sins Will 
Find You Out 





In the passenger fare investi- 
gation the Commission came to 
the conclusion that the eastern 
railroads would do better for 
themselves financially if they 
would reduce the basic fares to 
three cents in Pullmans and two cents in coaches. Fares were 
ordered down, not because unwarranted profits were being 
made; on the contrary, official tears were wept for the so 
blind railroads which insisted on keeping up the bases when 
lower ones would bring in more dollars. 

All of which, to many, seemed logical, even if it seemed to 
big eastern systems just above the line of foolishness. The 
thought was that reduced fares would entice those afflicted 
with wanderlust away from other forms of transportation, 
private cars and busses being regarded as the ones that had 
weaned the traveling public from the railroads. 

But, coincidentally with the coming into effect of the lower 
fares on the railroads, the Commission allowed the busses, on 
short notice, to cut their fares. If the cuts were deep enough, 
it was inferred by some, the Commission was, like many an- 
other governmental agency, coppering its own bet that lower 
rail fares would regain some business from the agencies that 
had taken it from the railroads. Inasmuch as the reduced 
rail fares would require increases in the number of passengers 
hauled, to produce the same result, by various percentages, 
the estimates running from 33% to 52.5 per cent, that coinci- 
dent lowering of bus fares was taken by some as indicating 
that the Commission did not really mean business should be 
taken in any substantial amount from the busses. Otherwise 
permission to make the reduction proposed by the bus com- 
panies on short notice would not have been given. Short 
notice permission seemed to some men to be equivalent to an 
effort by the Commission to defeat the fulfillment of its predic- 
tion in the passenger fare case that the reduction in fares 
would produce more revenue, at least so far as the busses were 
concerned. 

To the eyes of at least a few, even before the Commission 
authorized a second cut in bus fares (see Traffic World, July 
11, p. 88), this presented a picture closely resembling that 
in connection with freight traffic where the shipper had used 
the truck lines as a lever for reductions in freight rates and 
then the rail lines as a pressure instrument for the reduction in 
truck rates. 

But in the case of passenger fares, according to the views 
of some, the public had little to do with the beginning of what 
in other days would have been called a rate war in passenger 
fares. So far as a majority of the eastern lines are concerned, 
the situation is the product of the Commission’s policy. In 
the old days when wars resulted in ridiculously low fares, such 
a start as the Commission has made in the matter of passenger 
fares probably would have gone merrily on for several months. 
Perhaps there is no such danger now. If there were, the Com- 
mission’s minimum rate power would put an end to it almost 
in the twinkling of an eye. But the situation is a morsel to be 


Consistency in Passenger 
Fare Policy Not 
Necessary, Perhaps 
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savored by those who have not much else to do in the coming 
dog days. 





While the Commission has been 
facilitating competition between the 
railroads and the busses by allowing bus 
fare reductions to be made promptly, 
the practice with respect to freight rate 
cutting by the railroads and the trucks 


Brakes Are Used 
on Rail and Truck 
Competition 
is more deliberate. 

Permissions to cut either rail or truck rates, in a vicious 
circle manner, are rare. Before permission to make a cut on 
short notice is given it must be shown that the situation really 
calls for departure from the rule of the law that changes may 
be made only on thirty days’ notice. The rail and truck freight 
men are watching each other like hawks and see that the Com- 
mission men handling such matters are advised that unanimous 
consent is not to be assumed or inferred. 

When the short notice men believe a case for special 
permission has been made out they require at least ten days’ 


notice on the tariff they permit to be filed on less than statu- 
tory notice.—A. E. H. 


FREE TRANSPORTATION 
(Continued from page 106) 


tion), the subject of free transportation is under con- 
sideration in connection with others than the rail car- 
riers. This week the Commission saw fit to notify motor 
carriers that some of them were violating the law, the 
same kind of law that regulates the rail carriers now 
applying to the motor carriers with reference to free 
transportation and transportation at reduced rates. 

That, however, is a matter of law only and, of 
course, the motor carriers must and will comply with 
it. There has been, however, considerable criticism of 
the rail carriers for their liberality in issuing passes 
even within the limitations of the law. Their defense 
has always been mainly that the trains were running 
anyhow and it cost nothing to carry the deadheads. 
We suppose we shall hear the same defense from the 
motor bus operators. We wonder, however, if the cost 
of such courtesies will not be more apparent to some 
with respect to the air lines, not under regulation in- 
this respect but compelled to make reports to the Com- 
mission, nevertheless. 

In the last half of 1935, domestic air mail carriers 
gave free transportation to 43,184 passengers at a tar- 
iff value of $1,314,680, to say nothing of those carried 
at reduced fares. Of course, as in the case of the rail- 





roads, some of this was legitimate as well as lawful, but 


some of it would have been actually unlawful if the rail- 
roads or the motor carriers had done it—for instance, 
the free transportation to government officials. Even 
much of what was legal—applying to the air lines the 
same law that applies to the railroads and the motor 
carriers—is foolish and expensive as it is with the rail- 
roads. Why, for instance, should air lines carry free 
employes of their rivals traveling either on pleasure 
or business? At any rate, we suppose no one will con- 
tend that this free air transportation costs the air lines 
nothing. 


DUNCAN ON TRANSPORTATION 


Dr. C. S. Duncan, economist of the Association of American 
Railroads, is the author of “A National Transportation Policy,” 
published by D. Appleton-Century Co., Inc., New York. The 
work represents the result virtually of thirteen years of study 
of and contact with the transportation problem, the author 
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having been engaged in that period as an economist for the 
railroad association. He reaches the conclusion that, in the 
transportation field, the country can not go on for long as it is 
now going. There is immediate need for the adoption of a 
sound national transportation policy in which the transporta- 
tion problem is treated as a single, unified problem, including 
all agencies and all facilities of each agency and the government 
attitude toward and treatment of all transport agencies is rea- 
sonably consistent, says Dr. Duncan in setting forth eleven 
principal conclusions. He discusses, among other things, sub- 
sidization of various agencies of transport and the part the 
government plays in the present transportation situation; the 
problem of surplus facilities; the public interest with respect 
to transportation; government ownership and private owner- 
ship; the competitive problem in transportation; regulation of 
the various agencies, and foreign experience and benefits. In 
the preface, Dr. Duncan says he assumes, personally, the 
responsibility for all that is said in the book, including factual 
statements, method of treatment, interpretations, suggestions 
and conclusions, and that the statements “bind no one save 
myself.” 


AIR-CONDITIONING OF TRAINS 


The traveling public is to be asked to submit its views on 
the efficiency of the air-conditioning equipment now in use on 
passenger trains throughout the country, J. J. Pelley, president 
of the Association of American Railroads, has announced. 

This is to be done in connection with the research now 
being conducted by the equipment research division of the 
Association of American Railroads in order to determine how 
well the various air-conditioning devices in use on passenger 
cars function under varying climatic and operating conditions, 
what might be done to improve their performance, and what 
standardization of such equipment can be developed in order 
to reduce costs of operation and maintenance, says the asso- 
ciation, adding: 


Air-conditioning engineers from thirty of the leading railroads have 
for the past few weeks been engaged in an intensive study of that sub- 
ject at Ohio State University and elsewhere and, beginning this week, 
they will conduct a series of tests on trains throughout the United 
States in order to secure data as to the results being obtained from 
air-conditioning of passenger cars. 

In connection with those tests, there has been prepared a ques- 
tionnaire which will be distributed to passengers by the research en- 
gineers. In that questionnaire, inquiry will be made as to whether, in 
the opinion of the passenger, the car or train is too warm or too cool; 
if it is ‘‘clammy,”’ stuffy, drafty or noisy, or possibly too cool upon 
entering. Mr. and Mrs. Passenger will also be asked whether there are 
any objectionable odors, evidence of smoke when passing through the 
tunnels, excessive tobacco smoke, and, if occupying a berth in a slesp- 
ing car, whether it is too warm or too cool or is sufficiently ventilated. 

The passenger must be pleased, in the parlance of the railroads, 
and if the air-conditioning is or is not entirely satisfactory, he is go- 
ing to have an opportunity to express himself to such extent as he sees 
fit. These questionnaires will be collected by the research engineers 
and the answers carefully tabulated. At the same time the answers 
will be compared with the analysis of air-conditions shown to have 
existed through scientific tests in that particular car or train on that 
day. 

In order to make these tests, the research engineers have been 
equipped with small, especially designed kits about the size of an or- 
dinary handbag, containing the most delicate and sensitive instruments 
that have yet been devised for this purpose. These instruments, among 
other things, will record and measure the slightest draft, one which 
can not be felt by the ordinary person; chart the humidity and tem- 
perature as they may vary in the car over a twenty-four hour period; 
detect the remotest trace of carbon dioxide in the car as well as count 
the bacteria in the air. Another will calculate the actual refrigeration, 
while still another will show the effect of the rays of the sun through 
the windows and against the curtains of the car. 

The course of special study which these research engineers have 
been undergoing at Ohio State University has covered all phases of air- 
conditioning. It has been conducted by L. W. Wallace, director of the 
equipment research of the Association of American Railroads, and by 
Professor A. I. Brown, of the Engineering School of that university, 
who is serving as a special consultant in this matter. 

At the same time these road tests are being made a series of ex- 
periments by the research equipment division as to air-conditioning 
of passenger cars will be under way at Ohio State University, the Mt. 
Clare Shops of the Baltimore & Ohio at Baltimore, Maryland, and the 
Pullman standard car manufacturing plant in Chicago. In those ex- 
periments, various types of air-conditioning equipment will be put 
through exhaustive tests in order to ascertain what improvements can 
be made so as to insure the maintenance of proper temperatures under 
varying climatic conditions in passenger cars. 


DROUGHT RELIEF RATES 

In amendment No. 1 to drought order No. 25, the Commis- 
sion, by Commissioner Aitchison, has authorized carriers to 
reduce rates on live stock to feeding areas from additional 
drought stricken areas in Montana, North Dakota and Wyoming. 
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COTTONSEED REVISION 


HE Commission in the fifth supplemental report in No. 

17000, part 8, cottonseed, its products, and related articles, 
has changed the boundary line between the mountain-Pacific, 
west central, and southwestern regions, and between the south- 
western and north central regions. They were prescribed in 
the original report, 188 I. C. C. 605. 

Rate findings of the original report, as modified in 203 
I. C. C. 177, 210 I. C. C. 748, and 214 I. C. C. 331, on further 
hearing, have been further modified so as to prescribe, from 
West Memphis, Ark., and certain other points in northeastern 
Arkansas and in southeastern Missouri to points in the north- 
eastern region and to Ohio River crossings, rates made by 
adding arbitraries to the corresponding rates from Thebes, 
Ill., to Memphis, Tenn. 

The boundary findings were modified so as to include 
within the southwestern region as to traffic embraced in the 
findings of the fourth supplemental report that part of Mis- 
souri on and south of a line commencing at Williamsville, Mo., 
and extending in an easterly direction over the Frisco through 
Mingo and Delta to Cape Girardeau, Mo., and points in Illinois 
on and west of the line of the Missouri Pacific, Thebes, IIl., 
to Cairo, Ill., inclusive. 

The description of the western boundary of the west cen- 
tral region has been changed by substituting for the third 
sentence on page 613 of the original report the following: 
“From Trinidad the line follows the Colorado & Southern 
to the point of its intersection with the Colorado-New Mexico 
state line south of Branson, N. M.” 


A further change is in the description of a part of the 
western boundary of the southwestern region, so that it will 
read: “Its westerly boundary begins at the southwestern cor- 
ner of the west central region and proceeds southerly and 
easterly along the Colorado & Southern to Des Moines, N. M.; 
thence southeasterly along the Colorado & Southern and Fort 
Worth & Denver City through Clayton, N. M., and Dalhart, 
Tex., to Amarillo, Tex. 


The findings as to rates, intended to give the cottonseed 
mills west. of the Mississippi River, called the west side mills, 
a better relationship, follow: 


We conclude that the findings of the third supplemental report 
which base the rates from these west side mills wholly upon Memphis, 
should be revised so as also to reflect reasonable differences over the 
rates from Thebes and Cairo, and that to points in Illinois, in north- 
western Indiana, and in Michigan where the most direct routes are 
through Thebes, the rates should not exceed those from Memphis. 

Upon further hearing, we find: 


1. That finding (b) of the third supplemental report should be, and 
it is hereby, amended by eliminating the period at the end and substi- 
tuting a comma, and by adding the following provisions: 

“Except that such rates shall not exceed rates made by adding the 
amounts shown below, in cents per 100 pounds, to the rates prescribed 
in this proceeding for application from Thebes, IIll., to the same des- 
tinations: from Sikeston, on cottonseed hulls, on cottonseed and other 
vegetable cakes and meals, on vegetable-oil foots, sediments, and tank 
bottoms, and on inedible greases, inedible tallows, and other soap stock, 
hereinafter referred to as List A, 3 cents; on vegetable oil, fish oil and 
sea-animal oil, and on cottonseed linters and fiber, hereinafter referred 
to as List B, 5 cents; from Blytheville, Osceola and Evadale, on List 
A, 5 cents and on list B, 7 cents, the rates from Sikeston, Blytheville, 
Osceola and Evadale in no case to exceed the rates from West Memphis; 
and except that, from all five origins, to points on and west of the fol- 
lowing described line, the rates on all of such commodities shall be no 
er than the contemporaneous rates from Memphis to the same des- 

nations: 

“Beginning at the confluence of the Ohio and Mississippi Rivers, 
thence along the north bank of the Ohio River to its confluence with 
the Wabash River, thence along the west bank of the Wabash River 
to Vincennes, Ind., thence over the line of The Pennsylvania Railroad 
Company through Worthington and Martinsville, Ind., to Indianapolis, 
Ind., thence over the line of The Cleveland, Cincinnati, Chicago and St. 
Louls Railway Company through Anderson, Ind., to Muncie, Ind., thence 
Over the line of The New York, Chicago and St. Louis Railroad Com- 
pany through Portland, Ind., and Lima, Ohio, to Fostoria, Ohio, thence 
over the line of The Chesapeake and Ohio Railway Company to Toledo, 
Ohio, and including all points in the Lower Peninsula of Michigan.”’ 

2. That finding (c) of said report should be, and it is hereby, re- 
Scinded. 

3. That the finding of undue prejudice to Forrest City, Ark., con- 
pened in finding (e) of said report should be, and it is hereby, changed 

read : 


“and further, that the rates from Forrest City, Ark., to the des- 





tinations indicated in (a) will be unduly prejudicial to Forrest City 
and unduly preferential of West Memphis, Ark., to the extent that the 
rates from Forrest City exceed the rates from West Memphis by more 


than the following amounts per 100 pounds; on list A, 1.5 cents, and 
on list B, 2 cents.’’ 


Rates in accordance with this revision of the prior reports 
are ordered to be made effective not later than September 25, 
on not less than ten days’ notice. 

In supplemental fourth section order No. 12227, cottonseed 
from points in Arkansas and Missouri, the Commission has 
modified and amended fourth section order No. 12227, dated 
January 20, 1936, so as to provide that wherever reference 
is made in that order to rates constructed on the basis pre- 
scribed in the third supplemental report, the reference shall 
include rates prescribed or approved in this report. 


OGDEN AND SALT LAKE CITY RATES 


In a report written by Commissioner Aitchison in No. 
26720, W. H. Bintz Co. et al. vs. Abilene & Southern et al., and 
a sub-number thereunder, Utah Citizens Rate Association vs. 
Union Pacific et al., the Commission, by division 2, has found 
unreasonable for the future, but not in the past, class rates, 
and, in certain instances, less-than-carload commodity rates be- 
tween Ogden and Salt Lake City, Utah, on the one hand, and 
points in western trunk line and official territories, on the other 
hand. New rates are ordered to be established not later than 
September 17. 

Ocean-rail and rail-ocean-rail class and less-than-carload 
commodity rates between Atlantic seaboard territory and Ogden 
and Salt Lake City have been found not unreasonable. 

In the title complaint it was alleged that the all-rail class 
rates and less-than-carload commodity rates between Utah 
common points and points in official and western trunk line 
territories, including Virginia and West Virginia, and Louisville 
and Paducah, Ky., and Memphis, Tenn., and excepting Colorado 
and Wyoming, and the ocean-and-rail and rail-ocean-and-rail 
class rates and less-than-carload commodity rates between Utah 
common points and points in official territory, were and are 
unreasonable. The less-than-carload commodity rates, said 
Commissioner Aitchison, were alleged to be unreasonable only 
to the extent that they exceeded or might exceed reasonable 
class rates. The prayers for the establishment of reasonable 
class rates for the future, and for reparation in No. 26720 on 
shipments which moved westbound, and in sub-No. 1 on ship- 
ments which moved in both directions, in the statutory period 
and pendente lite. 


The finding was that the all-rail rates assailed would be 
unreasonable for the future to the extent that they might 
exceed rates that would be applicable under the scales pre- 
scribed in Western Trunk Line Class Rates, 164 I. C. C. 1, 
constructed in the same manner as rates therein prescribed to 
zone IV points, the entire distance west of zone III to be treated 
the same as like distances within zone IV; except that distances 
over the route of the Denver & Rio Grande Western need not 
be used in determining the rate-making distances for the pur- 
pose of applying the prescribed scales. 


COMMISSION REPORTS 


Fourth Section Coal 


Fourth section application No. 16195, coal to Eau Claire, 
Wis. By division 2. Authority granted by fourth section order 
No. 12397 to establish on bituminous slack or fine coal a ton 
of 2,000 pounds over all routes to Eau Claire, Wis., the follow- 
ing rates from the respective groups: 


$2.46 from northern Illinois, Peoria and Fulton County; $2.86 from 
Springfield; $3.06 from Centralia and Belleville; $3.16 from DuQuoin 
and southern Illinois; $2.86 from Danville and Brazil-Clinton; $2.96 
from Linton-Sullivan; $3.03 from Princeton; $3.06 from Booneville; 
$3:36 from Evansville; and $3.51 from western Kentucky; and to main- 
tain higher rates to intermediate points; Provided, That the rates to 
the higher-rated intermediate points shall not be increased except as 
hereafter authorized by the Commission, and shall not exceed the low- 
est combination of rates subject to the Interstate Commerce Act; And 
provided further, That the relief shall not apply to routes more than 
50 per cent longer than the short line or route from and to such points. 

It is further ordered, That in complying with the circuity limi- 
tations, the average distances to the destination from points in each 
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group may be compared with the average distances over the short line 
or route from the same points in the same group. 


The Commission said it was proposed to reduce existing 
rates uniformly 20 cents and to maintain and prescribe or ap- 
prove differentials between the respective groups. It said the 
purpose of the relief was to restore in part the prior existing 
relation in rates between Illinois, Indiana and western Ken- 
tucky groups, on the one hand, and Lake Superior docks, on 
the other hand, and to meet the competition of coal moving 
over rail-lake-rail routes from the so-called Crescent district, 
described in Bituminous Coal to C. F. A. territory, 46 I. C. C. 
66. Commissioner Tate, concurring, said he approved the re- 
port without the imposition of the equidistant clause while vot- 
ing as a member of a division, out of deference to the action 
of the Commission in prior cases involving grouping. 


Crude Tar in Chicago District 


No. 19610, switching rates in Chicago switching district. 
By the Commission. Sixth supplemental report on further hear- 
ing. Findings and order in prior report, 195 I. C. C. 89, modi- 
fied so as to exempt from the provisions thereof the intrastate 
movement of crude tar, from the Iroquois plant of the Youngs- 
town Sheet & Tube Co. to the plant of Riley Tar & Chemical 
Corporation, both within the Chicago switching district. The 
Chicago Short Line, the Belt Railway of Chicago, and the 
Burlington petitioned for modification of the section 13 find- 
ing of the prior report so as to permit them to establish a rate 
of 2.5 cents a 100 pounds, minimum 90,000 pounds, for the in- 
trastate 3-line movement of crude tar, in privately owned 
equipment, between the points indicated. The report said ship- 
pers had been offered rates by truck and water carriers ap- 
proximately 2.5 cents a 100 pounds and the rate sought to be 
established was for the purpose of meeting that competition. 
At the present time, it said, the movement was entirely by rail 
at the rate of 4 cents a 100 pounds, minimum 60,000 pounds. 


Grain and Products 


No. 27028, Meridian Grain & Elevator Co. et al. vs. C. B. 
& Q. et al., embracing also No. 27038, Attala Milling & Produce 
Co. vs. C. B. & Q. et al. By division 3. Dismissed. Propor- 
tional rates, grain and grain products, from Missouri River and 
Mississippi River cities to Jackson, Meridian, Laurel, Durant, 
and Kosciusko, Miss., not unreasonable or unduly prejudicial 
without prejudice to conclusions which may be reached in No. 
17000, part 7-A, grain and grain products, southern territory 
rates. 


No. 27163, Lever Brothers Co. vs. B. & O. et al. By divi- 
sion 2. Dismissed. Rates, soap, Boston, Mass., to Fairmont, 
W. Va., Jamestown, N. Y., and Pittsburgh, Uniontown and other 
Pennsylvania points, not unreasonable. Complainant alleged 
rates charged between September 20, 1932, and July 28, 1933, 
based on the applicable fifth class rates were unreasonable and 
sought reparation to the basis of subsequently established rates, 
which were 25 per cent of the first class rates. The reduced 
rates did not become effective to the destinations involved 
until August 15, 1933, defendants conceding, according to the 
report, that the destinations named were inadvertently omitted 
from exceptions and were willing to pay reparation to the basis 
sought. The rates on soap from Boston and other New England 
origins to destinations in trunk line territory had been generally, 
reduced from 35 to 25 per cent of the first-class rates on August 
15, 1932. The Commission ruled that a voluntary reduction in 
rates as here did not prove that the former rates were un- 
reasonable. It cited in that connection Procter & Gamble Co. 
vs. Alton & S. R., 183 I. C. C. 365. Commissioner Aitchison, 
dissenting, said: 


For the reasons stated and upon the authority of the cases cited 
in my dissenting expression in Biles-Colman L. B. R. Co. vs. Chicago 
& N. W. Ry. Co., 209 I. C. C. 471, I think more weight should be ac- 
corded to the subsequent reduction of the rate charged, as evidence 
of its unreasonableness. When, as here, we have a formal admission 
of unreasonableness, a general application of the rates so reduced over 
a wide destination area which comprehends that involved here, and a 
finding that the omission of the destination from the lower tariff was 
inadvertent, to my mind a case of unreasonableness is made out. The 
report of the examiner, which proposed reparation, and to which no 
party filed exceptions, should be adopted. The Proctor & Gamble Case 
cited is merely a holding that the complainant in that proceeding had 
not made out a case of unreasonableness. Such a holding ‘‘for want of 
proof’’ is not a finding that the rates unsuccessfully assailed were in 
fact the reasonable rates which the law commands. 


Asphaltic Limestone 


No. 23236, Alabama Rock Asphalt, Inc., vs. Akron & Bar- 
berton Belt et al. and No. 25059, Alabama Asphaltic Limestone 
Co. vs. Same. By the Commission. On further hearing repara- 
tion totaling $7,550.64 awarded under the findings in prior re- 
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port 174 I. C. C. 343, 194 I. C. C. 273, as modified in 203 I. C. C. 
8, that rates, natural asphaltic limestone and asphaltic limestone 
to which asphalt has been artificially added, Margerum and 
Cherokee, Ala., to destinations in official territory were unreas- 
onable. Waiver of the collection of outstanding undercharges 
on a shipment to Haverstraw, N. Y., authorized. 


Grass Seed Screenings 


No. 26955, George A. Adams & Co. vs. St. L.-S. F. By divi- 
sion 4. Dismissed. Charges collected, grass seed screenings, 
carloads, Kansas City, Mo., to Atlanta, Ga., and Statesville, 
N. C., not shown to have been less than those applicable. 


Broken Limerock 


No. 27046, Holly Sugar Corporation vs. A. T. & S. F. et al. 
By division 3. Dismissed. Rates, broken limerock, Sloan, Nev., 
to Dyer, Calif., not unreasonable. The complaint was filed July 
8, 1935. 


PROPOSED REPORTS 


Crushed Stone 


No. 27312, Colonna & Co., Inc., vs. Pennsylvania et al. By 
Examiner Harold M. Brown. Reparation of $133.20 proposed 
on finding charges, crushed stone, Phillipsburg, N. J., to Miami, 
Fla., unreasonable because defendants failed to follow ship- 
per’s instructions that it should not be assessed with any higher 
minimum than 54,000 pounds. Applicable rate of 36 cents, 
minimum 90,000 pounds, was charged. A 60,000 pound car was 
ordered and 100,000 pound car was furnished for carrier’s con- 
venience, according to the report. Charges were assessed as 
90,000 pounds at 36 cents. Examiner said it was unusual for 
a carrier to disregard shipping instructions and such a failure 
on the carrier’s part was “akin to misrouting.” He said when 
a carrier received instructions that were impossible of execu- 
tion it became the carrier’s duty to obtain further and more 
specific instructions. 


Cabbage 


No. 27231, Charles E. Gibson, Inc., et al. vs. A. C. L. et al. 
embracing also No. 27176, Colley-Woods Co. vs. N. Y. N. H. & 
H. et al. By Examiner Frank C. Weems. Dismissal proposed. 
Rates, cabbage, points in South Carolina to points in eastern 
trunk line and New England territories, not unreasonable or 
otherwise unlawful. 


Inedible Tallow and Grease 


No. 23192, Oscar Mayer & Co. vs. B. & O. et al. By Ex- 
aminer Paul A. Colvin. Amount of reparation, due on carloads 
of inedible tallow and grease, Madison, Wis., to Jeffersonville, 
Ind., New York, N. Y., Jersey City and South Kearney, N. J., 
on basis of agreement to follow findings in similar cases, 201 
I. C. C. 393 and 206 I. C. C. 325, determined to be $2,501.95, 
with interest. 


Soda Ash and Caustic Soda 


No. 27100, Bergstrom Paper Co. vs. Akron & Barberton 
Belt et al., and a sub-number, Same vs. D. T. & I. et al. By 
Examiner Harold M. Brown. Rates, soda ash and caustic soda, 
carloads. Wyandotte, Mich., and Barberton, O., to Neenah, Wis., 
proposed to be found unreasonable to the extent they exceeded 
the class rates contemporaneously in effect of 22 cents from 
Wyandotte, 27 cents from Barberton. Reparation proposed. 
Shipments were made on and after August 14, 1933. Applicable 
commodity rates of 28.5 and 32.5 cents from Wyandotte and 
Barberton, respectively, were charges. 


Hammered Building Granite 


No. 26289, Olean Glass Co. vs. Pennsylvania, and No. 26496, 
Maine & New Hampshire Granite Corporation vs. B. & M. et al. 
By Examiner T. K. Carpenter. On further hearing proposed 
that reparation of $2,860.46, with interest, be found due to the 
Maine & New Hampshire Granite Corporation on account of 
overcharges on hammered building granite, North Jay, Me., to 
Philadelphia, Pa., in accordance with the findings in the former 
report, 213 I. C. C. 229. 


L. & N. ABANDONMENT 


Saying that even without a steam railroad the affected 
communities would still have dependable transportation over 
the highways, and that river facilities also would be available, 
Examiner Jerome K. Lyle, in Finance No. 11098, Louisville & 
Nashville Railroad Co. et al. abandonment, has recommend 
that the Commission permit the Louisville & Nashville and the 
Nashville, Chattanooga & St. Louis, lessee, to abandon and the 
latter to abandon the operation of a branch line from Lexington 
to Perryville, Tenn., a distance of 24.14 miles. The salvage value 
of the branch is estimated at $30,000. Deficits due to operation 
— varied in the five years 1931-35 from $3,350 to 
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July 18, 1936 


ROCK ISLAND REORGANIZATION 


The plan of reorganization of the Chicago, Rock Island & 
Pacific Railway Company, prepared by the company, has been 
filed with the Commission in Finance No. 10028. 

The total capitalization under the plan will amount to 
$434,026,797 and the fixed interest charges, $14,334,986. As of 
December 31, 1935, the capitalization was $457,698,068, and 
interest accruals for 1935 were $14,419,244, according to infor- 
mation submitted to the Commission. 

Unpaid interest as of January 1, 1937, according to the 
company, will total $41,303,274.35. It is proposed to make pay- 
ments on account of this debt in stock on bases set forth in 
the plan. It is proposed that bank and RFC loans be extended 
to January 1, 1945, with fixed interest at 3 per cent. General 
creditors are to receive second preferred stock at par and it is 
estimated that $750,000 of stock will provide for all claims as 
allowed by the master and approved by the court. 


The basis of the proposed reorganization will be the present 
“The Chicago, Rock Island and Pacific Railway Company” and 
its charter will be amended as may be necessary. The proper- 
ties of all the subsidiaries, except the coal properties of Rock 
Island Improvement Co., will be conveyed to the parent com- 
pany. The purpose of using the present corporation, according 
to the company, is to minimize the expense of charter and 
qualification fees in the various states. It is proposed to create 
a new issue of first mortgage bonds secured by first lien on 
the entire property of the system, prior to all existing mort- 
gages. It is suggested that the maximum amount of these bonds 
be limited to $60,000,000. It is also proposed to create a new 
issue of 4 per cent noncumulative 50-year general mortgage 
income bonds to be exchanged for the present general mortgage 
bonds publicly held, at par and for other first lien bonds on 
terms stated in_the plan. These bonds will be entitled to pay- 
ment of interest only if earned but entitled to full interest at 4 
per cent prior to the payment of dividends. 


With respect to equipment notes the company said $11,- 
662,000 of such notes would have matured by January 1, 1937, 
and the remainder of the $30,883,000 outstanding will mature 
in diminishing annual amounts, the last maturity being in 1945, 
and that it was proposed to create an issue of $30,883,000 of 
15-year four per cent equipment notes to be exchanged at par 
for all equipment trust certificates now outstanding which 
upon such exchange will be pledged as security for the notes. 


In place of present preferred stocks it is proposed to create 
two new issues (1) a 4 per cent noncumulative first preferred 
stock, to be offered to the holders of certain of the outstanding 
mortgage bondholders in amounts set forth in the plan, and 
(2) a 4 per cent noncumulative second preferred stock, to be 
offered to the 30-year convertibles and to general creditors. 


New common stock will be issued for two purposes: (a) for 


accumulated interest, and in part exchange for convertible 
4%s, and (b) in exchange for present preferred and common 
stocks. As to treatment of present securities the plan provides 
as follows: Except as affected by the proposed issue of first 
mortgage bonds, the following securities will remain undis- 
turbed: (a) $3,524,000 Choctaw and Memphis first mortgage 5 
per cent bonds, due January 1, 1949; (b) $928,000 Peoria Rail- 
way Terminal first mortgage 4 per cent bonds, due January 1, 
1937. These bonds will be extended twenty years, and the 
interest will continue to constitute a fixed charge. The present 
general mortgage bonds, publicly held, $61,581,000, will be ex- 
changed for new bonds at par. First and refunding and 
secured 4% per cent bonds, series A, will receive their dis- 
tributive share of the new bonds allotted to the $45,000,000 
first and refundings now pledged thereunder, and the remainder 
of their principal now unpaid will be made up in first preferred 
stock. Provision is made for a sinking fund. 


Berryman Henwood, trustee, St. Louis Southwestern Rail- 
way Co., and that company have been permitted to intervene 
in Finance No. 10028, Chicago, Rock Island & Pacific reorgan- 
ation, in opposition to the plan of reorganization of the Rock 
Island, Arkansas & Louisiana Railroad Co. The interveners 
Say that the plan is in effect a petition to consolidate the opera- 
tion of the Louisiana & Arkansas Railway Co. and the Rock 
Island, Arkansas & Louisiana Railroad Co., the latter a sub- 
Sidiary of the Rock Island. It is contended that the proposed 
consolidation would be against the public interest and further 
that it does not comply with section 5 (3) of the transporta- 
tion act. The interveners say the present plan is apparently 
but a step in a larger consolidation to be accomplished by the 
purchase of the Louisiana & North West Railroad Co., extend- 
ing from Chestnut, La., to McNeil, Ark. They say the L. & A. 

made a definite proposal for such a purchase as a part of 
the plan of reorganization of the L. & N. W. Such an arrange- 
Ment, they say, coupled with the proposed consolidation, would 
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deprive petitioners of a large amount of traffic and be detri- 
mental to the public interest in that the present adequate 
and satisfactory service would be impaired. 


NEW HAVEN REORGANIZATION 


The Commission, by division 4, in Finance No. 10992, New 
York, New Haven & Hartford Railroad Co. reorganization, has 
authorized Francis R. Hart, William Dexter, George Peabody 
Gardner, Jr., E. Sheldon Stewart, and Alexander Whiteside, 
as a protective committee for shareholders of the Old Colony 
Railroad Co. common stock, to solicit authorizations to repre- 
sent holders of such stock and to use, employ, or act pursuant 
to such authorizations and in accordance with the terms of a 
suitable deposit agreement, subject to the following conditions: 


1. That the applicants shall not solicit the deposit, or enter into 
any agreement with depositors, of shares of Old Colony Railroad com- 
mon stock unless and until they shall have submitted to us a new 
deposit agreement in form and substance satisfactory to us; 

2. That all activities of the applicants pursuant to authorization 
granted by us shall conform with and be subject to any rules and 
regulations with respect thereto which the Commission may hereafter 
promulgate; and 

3. That unless and until we otherwise direct, the protective com- 
mittee shall keep minutes of all of its proceedings and records of all 
actions taken, of moneys received and disbursed, and of all obligations 
entered into by it, and report in detail thereon to us on the first day 
of each month. 


The Old Colony is a nonoperating railroad company, its 
line being leased to the New Haven for a term of 99 years 
from March 1, 1893. There are authorized and outstanding 
250,776 shares of common stock of the Old Colony of the par 
value of $100 each. The New Haven owns 125,768 shares or 
50.15 per cent of the total issue, and the remainder, 125,008 
shares, is widely distributed among some 4,500 shareholders, 
according to the report. 


FRISCO REORGANIZATION 


In Finance No. 10008, in the matter of St. Louis-San Fran- 
cisco Railway Company reorganization, Secretary McGinty, of 
the Commission, has written E. N. Brown, chairman of the 
readjustment managers, and others, inquiring whether or not 
“you desire a further hearing on the plan and agreement of 
readjustment, and, if so, the earliest date when you will be 
ready to proceed.” 

The hearing before the Commission on the plan, dated July 
6, 1932, as modified August 29 of that year and April 10, 1933, 
held July 18 and 19, 1933, was adjourned without a fixed date 
for resumption of the hearing. 

“Since the hearing,” wrote the secretary, “several of the 
committees and parties who were proponents of the plan at 
the hearing have indicated to the Commission their withdrawal 
of further support of the plan.” 


TVA-SOUTHERN ABANDONMENT 


Campbell County, Tennessee, in Finance No. 11121, peti- 
tion of the Tennessee Valley Authority for the abandonment of 
the Vasper to LaFollette branch of the Southern Railway, 
objecting to that abandonment asserts that destruction of the 
branch of the Southern is, not necessary for navigation or flood 
control which, it asserts, are the primary and legitimate 
objects of the Tennessee Valley Authority. County authorities 
allege that the pool level to be created by the Norris Dam 
indicating necessity for abandonment, has no relation to naviga- 
tion or flood control. 

Both navigation and flood control, they assert, would re- 
quire the continued and gradual release of the waters im- 
pounded by the Norris Dan, and the lowering and wasting of 
the water, so that there would be no necessity for elevating 
the water to great height behind the dam or to such height 
as to destroy the railroad branch here involved. In other words 
the county authorities assert that if navigation and flood con- 
trol were made the guiding considerations of the Tennessee 
Valley Authority there would be no necessity for the abandon- 
ment of the Vasper-LaFollette branch of the Southern railroad. 

The county authorities point out that the Tennessee Valley 
Authority has heretofore acquired approximately 1,200 pieces 
of real estate in that county and has, by reason of exemption 
from taxation, removed them from the assessment rolls and 
tax books. 

“The loss in revenue to Campbell county on account thereof 
is approximately 22,000 per annum,” says the answer of the 
county authorities to the petition of the TVA. “If this branch 
road is destroyed it will further deplete the county revenue to 
the extent of about $1,157.42 per annum. The county has a 
heavy bonded indebtedness and the loss of this taxable property 
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is a very serious matter. Unless there is an absolute necessity 
for the destruction of this property it ought not to be author- 
ized.” 

The county authorities, admitting that it was true that the 
Louisville & Nashville runs through the county and substan- 
tially parallel with the Vasper-LaFollette branch of the South- 
ern, and that it touches at same points, declare there are a 
large number of carload shippers on this Southern branch who 
would .suffer great inconvenience if the branch were discon- 
tinued. In addition they would be put to a great expense and 
loss in abandoning their present locations, and in relocating 
their plant so as to make possible continued carload shipments. 

“A much greater loss to the citizens and business interests 
of the county would result, however,” says the county’s answer, 
“on account of the increased freight rates, resulting from the 
elimination of competition in railroad transportation. . . . These 
respondents are advised that at the present time and for a long 
period heretofore the Southern has offered and has maintained 
much lower freight rates from LaFollette to many points south 
than are or have been offered or maintained by the Louisville 
& Nashville Railroad Co. Freight rates over the Louisville & 
Nashville Railroad Co. from LaFollette to many points are 
substantially higher than the Southern’s rates between the 
same points. Abandonment of this branch of the Southern would 
subject the industries and the shippers in the county to these 
higher rates, and would entail additional expense incident to the 
business activity of this community, which would likely be 
prohibitive and would drive out of the county a number of 
enterprises.” 

To authorize and require the abandonment of the branch 
as prayed for, the county asserts, is to localize and impose these 
losses on the county. To require the TVA and the Southern 
to relocate, or to maintain the branch, it adds, is to pass the 
burden to those who should bear it, and to place it as con- 
templated by the Constitution and the law of the land. The city 
of LaFollette, the county officers declared, had had the ad- 
vantage of railroad competition in striving for new industries. 
They said that LaFollette had had that advantage and that it 
would be largely destroyed if this branch were abandoned, 
and without doubt, new enterprises which would otherwise 
come to LaFollette would go elsewhere. They further asserted 
that they had been advised that the Southern Railway had 
declared that the branch was profitable and that the company 
had no intention of abandoning it and would not do so unless 
physically compelled by the flooding of it by the TVA. 

“All of the allegations in the petition to the effect that 
the relocation of said road is economically unjustified,” says 
the answer, “or that said road is unprofitable, are denied.” 


FINANCE APPLICATIONS 


Finance No. 11273. Philadelphia, Baltimore & Washington Railroad 
Co. and the Pennsylvania Railroad Co., lessee, asks authority to aban- 
don that portion of the former’s Pomeroy branch between a point south 
of Landenberg, in Chester county, Pa., and a point north of Thompson, 
in New Castle county, Del., a distance of 3.44 miles, over which there 
has been no service for several years. 

Finance No. 11274. Chicago & North Western Railway Co. and 
Charles P. Megan, trustee, Wisconsin Central Railway Co., and E. A. 
Whitman, receiver, and Minneapolis, St. Paul & Sault Ste. Marie Rail- 
way Co. ask authority to coordinate their facilities between Marshfield 
and Wisconsin Rapids, Wis., by construction of connecting tracks, op- 
erations under trackage rights, and abandonments of certain existing 
trackage. Applicants said their lines very closely paralleled each other 
between Marshfield and Wisconsin Rapids and submitted that the vol- 
ume of traffic now and heretofore moving, and anticipated for future 
movement, over both lines was such that same could conveniently, eco- 
nomically and efficiently be handled by means of a single jointly op- 
erated line to be constituted by the removal of an approximately equal 
portion of existing track of each applicant and the use by each appli- 
cant, in lieu of the portion of track to be removed, of a corresponding 
portion of line of the other, thus effecting approximately equal sav- 
ings to each applicant, without affecting the present service of either 
applicant to the public. It is proposed to abandon 11.39 miles of 
North Western trackage, beginning at a point in the main track of 
the Marshfield line approximately 2.14 miles east of Arpin, Wis., to a 
point 877 feet easterly of the east yard switch at Marshfield, Wis., and 
11.32 miles of Wisconsin Central trackage from Survey Station 686 plus 
00 to Survey Station 1284 plus 02. The plan contemplates the con- 
struction of short stretches of connecting tracks. 

BMC F-73. Adley Express Co., Inc., a Connecticut corporation, 
John J. McCarthy Co., a Massachusetts corporation, and Bay State 
Carloading Co., a Massachusetts corporation, ask for authority to 
consolidate into a single corporation to be known and to operate as 
The Adley-McCarthy Transportation Co.; and for the consolidated 
corporation to acquire ownership of all the stock of Dyer Transporta- 
tion Co., a Rhode Island corporation, for stock of the consolidated 
company to be valued at $1,500. The applicants are to divide no-par 
stock of the new corporation in the ratio of 58 per cent for the Adley 
Express Co. and 42 per cent for the McCarthy Company, including 
the Dyer Company. The applicants propose to issue no-par stock 
in such number of shares as shall be approved by the Commission 
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as will properly express the combined reappraised net worthes of 
the three corporations plus the value of their intangibles and plus 
the value of the stock of Dyer Transportation Co., which according 
to the application, shall be fixed at $1,500. 

Finance No. 11029. Amended and supplemental application, orig. 
inal dated November 29, 1935, of Ft. Worth & Denver City Railway 
seeking approval of a RFC loan for $8,176,000 to be secured by issue 
of like amount of bonds covered in original application. The loan 
is desired for a period of ten years at 4 per cent interest. 

Finance No. 11277, Wisconsin Power & Light Co. asks authority to 
build a connection between the track of the Milwaukee Electric Railway 
& Light Co. and that of the Chicago North Western at Sheboygan, Wis,, 
a distance of about 2 miles. The applicant having obtained a trackage 
right over the Milwaukee Electric Railway & Light Co. its desire is to 
shorten the distance between its power plant and the private track of 
the C. Reiss Coal Co. also in Sheboygan, in bringing coal to the power 
plant. 

Finance No. 11278. Guy A. Thompson, as trustee of the Missouri 
Pacific Railway Co. asks authority to assume obligation and liability in 
respect of $3,490,000 of Missouri Pacific Railroad equipment trust cer- 
tificates, series AA. The equipment to be acquired under the proposed 
arrangement consists of 500, 55-ton all steel, hopper coal cars, and 1,500 
50-ton, 40 foot 6 inch box cars, the total contract price for which is 
$3,590,612.50. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 11213, Pennsylvania Railroad 
Company abandonment, permitting abandonment by the Pennsylvania 
Railroad Company of part of a branch line of railroad in Fayette 
county, Pa., approved. 

Report and order in F. D. No. 11221, West Clarion Railroad Com- 
pany et al. Merger, and F. D. No. 11220, West Clarion Railroad Com- 
pany Stock, (1) approving and authorizing merger of the properties 
of the West Clarion Railroad Company and Brockport & Shaw- 
mut Railroad Company into one corporation for ownership, manage- 
ment, and operation, and (2) granting authority to the West Clarion 
Railroad Company to issue $22,400 of capital stock, consisting of 112 
shares of the par value of $200 a share, in exchange for $22,500 of 
capital stock of the Brockport & Shawmut Railroad Company, ap- 
proved. 

Report and order in F. D. No. 11245, Chesapeake & Ohio Railway 
Company note, granting authority to issue $15,300,000 of serial notes, 
issue of 1936, to be sold at not less than 99 per cent of par and 
accrued interest and the proceeds applied to the redemption of 
$15,300,000 of Chesapeake and Ohio equipment-trust of 1934 certificates, 
approved. 

Second supplemental report and order in F. D. No. 5837, Peters- 
borough & Hillsborough Railroad Bonds, granting authority to extend 
from July 1, 1936, to July 1, 1941, the maturity of $100,000 of first- 
mortgage 4% per cent bonds, approved. 

Report and order in F. D. No. 11265, Chicago Great Western Rail- 
road Company Trustees’ Equipment-Trust Certificates, granting author- 
ity to assume obligation and liability in respect of not exceeding $150,- 
000 of Chicago Great Western Railroad equipment-trust certificates, se- 
ries C, to be issued by the Continental Illinois National Bank & Trust 
Company of Chicago, as trustee, and sold at par and accrued dividends 
to the Reconstruction Finance Corporation in connection with the’ pro- 
curement of certain equipment, approved. 

Supplemental report and order in F. D. No. 10608, Missouri South- 
ern Railroad Company Securities, modifying order of October 5, 1934, 
so as to permit $30,500 of Missouri Southern Railroad equipment-trust 
certificates of 1934 to be amended by eliminating therefrom the appli- 
cant’s right of redemption, approved. 

Report and order in F. D. No. 11002, Denver and Salt Lake West- 
ern Railroad Company reorganization, approving as reasonable a maxi- 
mum compensation at the rate of $6,000 per annum to be paid to Ray- 
mond L. Sauter, as trustee of the property of the Denver and Salt 
Lake Western Railroad Company, debtor, and a maximum compensa- 
tion of $6,000 per annum to be paid to Erskine R. Myer as counsel 
for said trustee, approved. 


LOANS TO RAILROADS 


Interest rates on loans made by the RFC to railroads will 
not be changed at this time, it was stated in response to an 
inquiry as to whether announcement by the corporation July 
13 of reduced interest rates included loans to railroads. Orig- 
inally the RFC charged railroads 6 per cent. Later it re 
duced this charge and the rates on railroad loans have been 
made as low as 4 per cent. The RFC rate to banks and re- 
ceivers of banks has been reduced from 4 to 3 per cent and 
to industry the rate will range from 4 to 5 per cent, the rate 
heretofore having been 5 per cent. Other changes also have 
been made as to other classes of borrowers. 

In Finance No. 11258, the Commission, by division 4, has 
found that the Charles City Western Railway Co., on the basis 
of present and prospective earnings, reasonably may be ex- 
pected to meet its fixed charges without a reduction thereof 
through judicial reorganization and has approved application 
for a loan of not exceeding $140,000 from the RFC to the 
carrier. The loan is to mature in amounts of $12,000 one year, 
$12,000 two years, and the remaining $116,000 three years, from 
the date of the loan, subject to the conditions that the carrier 
shall pledge as collateral security for the loan $210,000 of its 
first-mortgage 6 per cent gold bonds due July 1, 1941, and 
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that the company agree to use the proceeds of the loan solely 
for the payment of a loan of like amount from the United 
States made under section 210 of the transportation act, 1920, 
due July 1, 1936. 

The RFC announced July 14 it had sold to the Guaranty 
Trust Company of New York City at par and accrued interest 
the note of the New York, Chicago & St. Louis Railroad for 
$10,869,568.58 representing the balance due the RFC on $18,- 
200,000 of loans made in 1932. This sale transfers the debt from 
the government corporation to private banking interests. 

The Commission, by division 4, in Finance No. 11265, Chi- 
cago Great Western Railroad Co., trustees’ equipment trust 
certificates, and Finance No. 11266, Chicago Great Western 
Railroad Co. trustees’ reconstruction financing, have approved 
the financing of the plan of the trustees of that carrier to pro- 
vide flat cars which will be used to a considerable extent to 
transport freight in motor vehicles. In its report in No. 11266, 
the Commission said the applicants expected the business to be 
remunerative and that no difficulty would be experienced in 
meeting the obligations to be incurred under the proposed plan. 

In Finance No. 11265, the Commission gave authority to 
the trustees to assume obligation and liability in respect of not 
exceeding $150,000 of Chicago Great Western equipment-trust 
certificates, series C, to be issued by the Continental Illinois 
National Bank & Trust Co. of Chicago, as trustee, and sold at 
par and accrued dividends to the RFC in connection with pro- 
curement of 100 50-ton 52-foot steel flat cars, at an average 
unit price of $2,050, at a total cost of approximately $205,000. 

In Finance No. 11266, Chicago Great Western Railroad Co. 
trustees’ reconstruction financing, the Commission has approved 
purchase for itself by the RFC at a price not in excess of their 
principal amount and accrued dividends, of not to exceed $150,- 
000 of 4 per cent equipment-trust certificates, series C, which 
are the joint and several obligations of the Chicago Great West- 
ern Railroad Co. and of its trustees, when and if issued. 


SOUTHERN PACIFIC PAYS RFC 


The Southern Pacific Company has paid its RFC and PWA 
debts aggregating $46,882,250, according to an announcement 
made by Chairman Jones of the RFC. Of the total, said the 
chairman, $17,000,000 represented the unpaid balance of the 
$22,000,000 loan made to the company in 1933; $17,882,250 
represented purchase from the RFC of the balance of $18,- 
672,250 of loans to the St. Louis Southwestern made in 1932 
and 1933, which were guaranteed as to collection by the South- 
ern Pacific Company, and $12,000,000 represented the sale to 
the Southern Pacific of $12,000,000 of Southern Pacific col- 
lateral trust bonds purchased by the RFC from the PWA, 
which had made the Southern Pacific a loan for that amount. 

Retirement of this indebtedness by the Southern Pacific 
followed approval by the Commission of the carrier’s appli- 
cation to issue $60,000,000 of 10-year 3% per cent secured 
bonds to pay off indebtedness of the carrier to the government 
and others (see Traffic World, July 11, p. 73). Interest 
charges will be reduced approximately $285,300 annually as 
a result of the refinancing. 


STATE EMERGENCY CHARGES 


Additional action by state commission’s with respect to 
extension of Ex Parte 115 charges on state traffic has been 
reported as follows to the National Association of Railroad and 
Utilities Commissioners, according to Clyde S. Bailey, secre- 
tary and assistant general solicitor: 

In Arizona, by order of July 7, extension was permitted on one 
day's notice, subject to existing exceptions and those of the I. C. C. 
order. In Kentucky, by order of June 26, extension was permitted of 
the surcharges then in effect, on one day’s notice, subject to exceptions 
of the I. C. C. order. In Nevada, extension was permitted except as to 
lee shipments. In the state of Washington, by order of June 30, ex- 
tension was permitted on one day’s notice for a period of 40 days, and 
a hearing has been assigned for July 28; jurisdiction was reserved. 


With a view to extending the area of its competition with 

motor transportation the Northern Pacific has asked the Com- 
mission to modify its order of February 21, 1936, in No. 27015, 
emergency freight charges in Minnesota, so as to enable it to 
publish intrastate rates on cattle, hogs, sheep or goats, straight 
or mixed less carloads, of 29% cents a 100 pounds from Gary, 
30% cents from Fertile and 31 cents from Crookston to St. 
Paul, when destined to South St. Paul, Minn. 
__ Rates of a similar character, the petition says, are pub- 
lished by the applicant from other Minnesota points to South 
St. Paul. These additional rates are intended to attract small 
quantities of live stock, which the petition says are now being 
moved to market by truck in less-than-carload quantities. The 
fates which the carrier desires to publish will not be subject 
to the emergency charges. 
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In another petition the Northern Pacific, in the same case, 
has asked the Commission to modify its order so as to permit 
it to establish an intrastate rate on rags, carloads, from St. 
Paul, Minneapolis and Minnesota Transfer to Little Falls, 
Minn., and on dry felt from Little Falls, Minn., to St. Paul, 
Minneapolis and Minnesota Transfer, of 10 cents a 100 pounds, 
minimum weight 40,000 pounds. The present class rates of 
13 cents on rags and 21 cents on felt, the Northern Pacific 
says, will not permit movement by rail. The carrier says it 
has been advised that unless reduced rates are established 
all shipments will be made by truck. This 10 cent rate, if 
authorized, will not be subject to the emergency charge. 


COTTON, TEXAS TO NEW ORLEANS 


The Traffic World Washington Bureau 


The Commission, by division 4, in a report written by 
Chairman Mahaffie in I. and S. 4133, export and coastwise 
cotton, Texas to New Orleans, has found justified proposed 
reduced rates on cotton from points in interior Texas over 
routes embracing system lines of the Texas and Pacific and the 
Louisiana and Arkansas, to New Orleans, for export or coast- 
wise movement beyond. It has vacated the order of suspension 
and discontinued the proceeding. The reduced rates were filed 
by the respondents to equalize the rates from points on their 
lines to New Orleans with similar rates from the same points 
to_Houston, Galveston and Texas City, Tex. 


CHICAGO-EAST PACKERS’ RATES 


The so-called “big three’ Chicago packers, Swift and Com- 
pany, Armour and Company, and Wilson and Company, found 
themselves arrayed against their competitors in Central Freight 
Association and Western Trunk Line territories at the hearing 
in I. and S. 4214 and first supplement, meats and packing house 
products from Chicago, before Examiner Disque at Chicago, 
which began July 11 and ended late July 14. In the tariffs 
under suspension, of which B. and O. I. C. C. WL-10433 and 
Pennsylvania Railroad I. C. C. 1618 were cited as typical by 
the Commission in its suspension order, it was proposed to 
reduce drastically the rates on all the products of the packing 
houses from Chicago into Indiana, Michigan, Kentucky, Ohio, 
and the western portions of New York, Pennsylvania and West 
Virginia. The reductions were to be brought about, first, by 
the publication of rates materially lower than those in effect 
at present—generally on a fifth class basis—and, secondly, 
by permitting the movement of all the products of the packing 
houses in mixed carloads of 30,000 pounds minimum. 

For purposes of mixture the products were divided in the 
suspended tariffs in four classes: A, fresh meats; B, packing 
house products; C, lard and such canned goods as are produced 
at the packing houses, and D, butter, eggs, poultry, salad dress- 
ing and miscellaneous commodities. The mixing rule in the 
suspended tariff, permitted the mixing of C and D with A and 
B, but did not permit the shipment of commodities exclusively 
in C or D or both together without the inclusion of at least 
15 per cent of A and B. The tariffs were dated to become 
effective July 1, 1936, and to expire June 30, 1937. They car- 
ried no emergency charge. 

The case of the proponents was put in through the testi- 
mony of W. J. Kelley, a member of the auxiliary rate com- 
mittee of the Central Freight Association, with supplementary 
testimony tending to confirm his statement that the proposed 
rates were designed to meet existing and to forestall impend- 
ing truck competition. The confirming testimony was put in 
by traffic representatives of the Chicago packers. Typical of 
the rates proposed, as shown in exhibits introduced by the wit- 
ness was that of 24 cents to Detroit. This compared, he said, 
with a truck rate of 25 cents now available in refrigerated 
equipment, but the rail tariffs provided an additional charge 
for icing which would make the total proposed rail rate to 
Detroit 29 cents. He said he had assurances that the Chicago 
packers would use that rate in preference to the truck rate 
because, they said, they were set up for rail traffic and pre- 
ferred to use the rails where the rate spread was no greater 
than that. The proposed rate of 24 cents plus icing to Detroit 
would take the place of a variety of rates now in effect on the 
various products of the packing plants ranging from 23 cents 
on salad dressing, minimum 36,000 pounds, to 38 cents on fresh 
meats, minimum 21,000 pounds, he said. 

He introduced the results of studies made at the Chicago 
packing plants to arrive at the conclusion that the railroads 
would lose revenue of approximately $1,000,000 a year unless 
they were permitted to meet truck competition on the basis of 
the proposed rates. The proposed rates would get the traffic, 
he said, and the proposed carload mixtures were practical. 
That, he said, was proved by experience with an experimental 
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rate put in 1935 between East St. Louis and Terre Haute on 
approximately the basis proposed. From January to June, 
1935, under the old rates, he said, the railroads hauled six cars 
of the products of packing houses from East St. Louis to Terre 
Haute. In the next six months, under the experimental rate, 
they hauled 91 cars, and in the first six months of 1936, 115 
cars. 
Allegations of discrimination and preference he dismissed 
by saying that the proposed rates would not give the Chicago 
packers anything they did not now have in truck rates. What 
they would do, he insisted, was to bring back to the rails some 
of the profitable traffic formerly hauled in peddler cars. There 
used to be some 600 cars of that kind moving out of Chicago 
daily, he said; now there was none. He had figured, he added, 
that the average car-mile earning under the proposed rate 
would be 25.2 cents as compared with the average for all 
traffic in the east in 1935 of 25.7. On cross examination, he 
admitted that such a return did not reflect a maximum reason- 
able scale of rates, but added he thought the return would be 
“compensatory under the stress of competition.” 

W. H. Wagner, representing interior Iowa packers, asked 
the witness whether he was not aware that peddler cars were 
still moving from Austin, Minn., into Central freight association 
territory. The witness replied that he was not aware of that. 

G. F. Talley, assistant to the traffic manager, Swift and 
Company, and L. A. Newell, assistant traffic manager, Armour 
and Company, testified as to the traffic now going by truck into 
the involved territory from their Chicago plants. They also 
told of plans for moving more of the traffic in trucks unless 
reductions such as those proposed were made effective promptly. 
Forstalling objections from other packers that the new rates 
were in effect “branch house rates,” usable only by large pack- 
ers who could ship large quantities to their own branches, they 
said that, as a matter of fact, they would probably not use the 
rates in shipping to their own branches in the destination ter- 
ritory involved. To those points, they said, they had straight 
carload rates available that were lower than the mixed carload 
rates proposed. The proposed rates, they added, would be used 
in shipping to retailers and distributors. The economies 
effected, they said, would probably be reflected in lower prices 
to consumers. 


Among the many objectors were packers from Cudahy, 
Wis.; Buffalo, N. Y.; Detroit, Cincinnati and Columbus, Ohio; 
St. Louis, Mo., and Indianapolis, Ind. Live stock marketers at 
Detroit, Cleveland, East Buffalo, Pittsburgh and Indianapolis, 
also objected on the ground that the new rate would so reduce 
the rate spread between animals and the products resulting 
from their slaughter as seriously to affect their marketing 
operations. 


To some of the points where the proposed rates were 
supposed to meet truck competition there was in fact little or 
no truck traffic, it was testified by witnesses for C. F. A. 
packers. This point, they alleged, was further accentuated by 
the fact that some of the commodities included in the pro- 
posed mixture could not, in fact, be shipped by truck. As an 
example of that type of commodity, they mentioned carcasses 
that had to be shipped hung on hooks. 


On the point of alleged discrimination, figures were put 
in the record tending to show that, should the new rates be 
permitted to go in effect, the rate on meats from Chicago to 
Pittsburgh would be 34 cents while that to Pittsburgh from 
Columbus would be 41 cents and from Detroit 44.5 cents. The 
proposed rate from Chicago to Buffalo would be 38 cents, the 
exhibits showed, while that from Detroit would be 38.5 cents 
and from Columbus 41.5 cents. 

As the tariffs were published, it was pointed out, they 
would not result in fourth section violations, because of the 
fact that, as testified, the Chicago rate would be held as maxi- 
mum at intermediate points and because the Chicago and east 
factor could be used in making combination rates from pro- 
ducing points further west. In his testimony, however, Mr. 
Kelley said it had not been the intention of the railroads to 
permit the proposed rates so to be used and that it was their 
intention so to specify, coupling the specification with fourth 
section applications to permit the traffic from west of Chicago 
to move on rates now existing. There were strenuous pro- 
tests against this from Missouri River and interior Iowa 
packers. 

Among the opposing witnesses there were a number who 
predicted a complete breakdown of the packing house rate 
structure as a result of the proposed rates. Relationships be- 
tween producing points would be disrupted, they said, citing 
such cases as Cudahy and Milwaukee, where rates to the east 
were based on the Chicago adjustment. The broad mixture 
proposed would also be a disturbing factor, it was pointed out. 
Finally, the danger in the situation was illustrated by the 
fact that several similar proposals had already been docketed 
for hearing before other rate committees, it was testified. 
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In rebuttal, aimed at statements by opposing witnesses 
that the Chicago packers’ threats to remove most of their re- 
maining products traffic to trucks were largely “bluff,” H. L. 
Phelps, assistant traffic manager in charge of trucking opera- 
tions, Armour and Company, said his company had just placed 
an order for 65 trucks. If the proposed rates were allowed to 
go in effect, he said, those new trucks would be used for dis- 
tributing locally the products shipped in mixed carloads; if 
however, the proposed rates were required to be canceled, they 
would go in service over the road, he added. 

H. M. Slater, agent, Central Motor Tariff Bureau, asked 
for permission to enter testimony bearing on the reasonable- 
ness and permanence of the truck rates the proposed rai] 
rates were designed to meet. Examiner Disque sustained ob- 
jections from numerous shipper and railroad attorneys, who 
said those matters had no bearing on the subject being heard, 
Mr. Slater indicated he would appeal from the ruling to the 
Commission. 


COMMISSION ORDERS 

No. 25413, Skelly Oil Co. vs. A. & S. et al. Order entered on 
February 3, as modified, further modified to the extent necessary 
to permit the New York Central and its connections between points 
in Illinois via interstate routes to establish and maintain the same 
rates on road oil and asphalt, carloads, as are maintained over intra- 
state routes between the same points. 

No. 27423, Great Falls Traffic Association et al. vs. C. B. & Q. et al. 
Casper (Wyo.) Chamber of Commerce and Sheridan (Wyo.) Chamber 
of Commerce permitted to intervene. 

1. and S. No. 4159, cotton in the southwest and No. 27238, com- 
pression and concentration of cotton in Texas. Petitions of the South- 
western Compress & Warehouse Association and West Texas Cham- 
ber of Commerce for reconsideration and modification of report 
of the Commission dated May 25, denied. 

1. & S. No. 4122, automobiles to southern ports for export. Or- 
der entered on June 1, which was to have become effective on or 
before July 15, modified to become effective August 15 on not less 
than one day’s notice. 

No. 20968, James Gallagher et al. vs. Pennsylvania and two sub- 
numbers thereunder, Walter A. Bailey et al. vs. B. & O. and Rex 
& Co. et al. vs. Reading. Petition filed by complainants for recon- 
sideration of their petition heretofore filed, and for further hearing, 
denied. 

No. 19501, John Arko et al. vs. A. T. & S. F. et al. Petition of 
complainant for further consideraton, denied. 

No. 26766, Arnold Automobile Co. et al. vs. Alton & Southern 
et al., and a sub-number thereunder, Same vs. Same. Petition of 
defendants for reconsideration, rehearing or reargument, denied. 

No. 26803, Pittsburgh Steel Drum Co. vs. Pennsylvania et al. 
Petition of complainant for reargument, denied. 

No. 26813, Denver Fire Clay Co. vs. A. T. & S. F. et al. Petition 
of complainant for reopening, rehearing and/or reconsideration, denied. 

No. 25444, Mosbacher Motor Co. vs. Alton & Southern et al., and 
a sub-number thereunder, R. D. McKay Motor Co. vs. A. T. & & F. 
et al.; No. 25513, O. J. Watson Distributing & Storage Co. et al. vs. 
Alton et al.; No. 25506, S. A. Long Electric Co. vs. A. T. & S. F. 
et al.; No. 25526, A. J. Harwi Hardware Co. vs. Alton et al.; No. 
25508, Lehmann-Higginson Grocery Co. et al. vs. A. T. & S. F. et al.; 
No. 25475, Massey Hardware Co. vs. C. R. I. & P. et al.; and No, 
25455, Kansas-Nebraska Fertilizer Co. vs. Alton et al. Petition of 
defendants for reconsideration, denied. 

No. 26224, The Lane Co. vs. Virginian Railway Co., and two sub- 
numbers thereunder, Same vs. Same and Same vs. Same. Petition 
of complainant for reconsideration with respect to the rate from 
mines on the Virginian Railway to Altavista, Va., denied. 

No. 26592, Mississippi Valley Barge Line Co. vs. A. & S. et al. 
Arkansas Rice Traffic Bureau permitted to intervene. 

No. 27413, Standard Oil Co. of Louisiana vs. A. G. S. et al. Low 
isiana Oil Refining Corporation permitted to intervene. 

Fourth Section Application No. 14322, Sulphate of Ammonia and 
Ammoniacal Liquor to South, 188 I. C. C. 167 and 214 I. C. C. 616. 
Petition filed by Alfred S. Knowlton, attorney for applicants, for re 
consideration and modification of fourth section order No. 11040, denied. 

No. 26983, Newnan Cotton Mills vs. Atlanta & West Point et al. 
Order of April 7, 1936, which was to have become effective on August 
8 further modified tw» become effective on November 6 on not less 
than 30 days’ notice instead. 

Finance No. 10813, Louisiana & North West Railroad Co. re 
organization. Railway Labor Executives’ Association, representing 
certain organizations representing the employes of the L. & N. W. 
permitted to intervene. 

No. 15234, divisions of freight rates in western and mountain- 
Pacific territories. Orders of June 10, 1929, and July 10, 1934, 4s 
amended vacated and set aside so far as they might apply to temporary 
rates on whole corn from points in Iowa, Minnesota, Nebraska, and 
South Dakota to points in Arkansas, Kansas, Missouri, Nebraska, 
and Oklahoma, authorized in the order of April 17, 1936, in No. 17000, 
part 7, grain and grain products within western district and for ex 
port. The temporary rates referred to were made to meet a truck 
competitive situation. 


CORPORATE NAMES OF CARRIERS 
The Commission has issued supplement No. 10, canceling 
supplement No. 9 and including all changes, to List No. 3 
corporate names of common carriers, filing tariffs, concurrences, 


or powers of attorney with the Commission and compiled from 
its records. 





| } ee 


(Dige: 


rier 
point 
- 


of pr 
lowe} 
shipp 
tion.- 


carri 
other 
law I 


liable 
than 
whicl 
less 
liable 
to ac 


in ca 
shipn 
strue 
amou 
comp 


(Diges 


jects 
hicle: 
gene} 
of op 


cial - 






tnesses 
eir re- 

H. & 
opera- 
placed 
wed to 
or dis- 
ads; if 
d, they 


. asked 
onable- 
ed rail 
1ed ob- 
Ss, who 
heard. 
to the 


ered on 
ecessary 
n points 
he same 
pr intra- 


Q. et al. 
Chamber 


38, com- 
e South- 
s Cham- 
f report 


ort. Or- 
e on or 
not less 


two sub- 
and Rex 
yr recon- 
hearing, 


tition of 


Southern 
tition of 
nied. 

la et al. 


Petition 
1, denied. 
| al., and 

& S F. 
et al. vs. 
& S. F. 

al.; No. 
F. et al.; 

and No, 
petition of 


two sub- 
Petition 
rate from 


S. et al. 
- al. Low 


nonia and 
Cc. C. CB 
ts, for re 
40, denied. 
nint et al. 
on August 
1 not less 


d Co. re 
presenting 
& N. W. 


mountain- 
, 1934, as 
temporary 
raska, and 
Nebraska, 
No. 17000, 
nd for ex 
et a truck 


canceling 

No. 3 
currences, 
viled from 


~ July 18, 1936 





~ 


Loss and Damage Decisions 
’ Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court, Appellate Division, First Department.) 

For damages resulting from negligent loss of goods, a car- 
rier under common law is liable for their market value at 
point of destination. (Chenango Textile Corporation vs. Wil- 
lock, 288 N. Y. S. 270.) 

Carrier has right to limit its common-law liability for loss 
of property transported by special contract with shipper, where 
lower rate of transportation on agreed valuation is afforded 
shipper on condition liability should be limited to such valua- 
tion.—Ibid. 

Any ambiguity in terms of shipping contract prepared by 
carrier must be resolved against carrier, particularly where to 
otherwise construe it would be to deprive shipper of common- 
law measure of damages.—lIbid. 

Where shipping contract provided that carrier would be 
liable for value of silk up to declared value, which was less 
than the actual value, carrier held liable for partial loss of silk 
which was destroyed by fire to full extent of loss which was 
less than declared value, as against contention carrier was 
liable only for proportionate actual loss declared value bore 
to actual value.—Ibid. 


Where contract of carriage provides amount recoverable 
in case of loss or damage shall be limited to declared value of 
shipment, in case of partial loss, such agreement is to be con- 
strued as permitting recovery for loss actually sustained, 
amount recoverable not to be greater than that agreed on as 
compensation for total loss.—Ibid. 





Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System. 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936. by West, Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Minnesota.) Service of process made 
upon foreign railroad corporation by handing copy of summons 
and complaint to corporation’s freight agent in county other 
than county in which action was brought held invalid and in- 
effective to give jurisdiction (Mason’s Minn. St. 1927, Secs. 
9231(3), 9233). (Aaltio vs. Chicago, B. & Q. R. Co., 267 N. W. 
Rep. 384.) 

Where service was made upon defendant, a foreign railroad 
corporation, by handing a copy of the summons to defendant’s 
freight agent in a county other than the county in which the 
action was brought, held, the service was null and of no effect, 
and no jurisdiction was acquired thereby. (Mason’s Minn. St. 
Af Sec. 9233, held to be a limitation on section 9231(3)).— 

id. 





(Court of Appeals of New York.) Two of important ob- 
jects of statutory requirements for registration of motor ve- 
hicles are to facilitate identification of owner and to protect 
general public using highways by elimination of certain classes 
of operators and by requiring production of evidence of finan- 
cial responsibility in event of injury to others (Vehicle and 
Traffic Law, Sec. 94 et seq.; Gen. St. Conn. 1930, Secs. 1561, 
1609.) (Shuba vs. Greendonner, 2 N. E. Rep. (2d) 536.) 

No motor vehicle can be operated on highways of New 
York without registration in some state or Nation, but non- 
resident owner who has complied with regulations of his own 
domicile may operate motor vehicle thereon by virtue of his 
foreign registration (Vehicle and Traffic Law, Sec. 51).—Ibid. 

Privilege of using New York highways granted to non- 
resident who has complied with registration requirements of his 
own domicile is coextensive with privilege granted in non- 
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resident’s domicile to residents of New York and is derived 
from New York statutes (Vehicle and Traffic Law, Sec. 51). 
—lIbid. 





(District Court, W. D. Wisconsin.) State statutes impos- 
ing flat registration fee devoted exclusively to highway needs 
and graduated according to weight and type of motor vehicle 
held constitutional and nondiscriminatory, and such fee, either 
alone or coupled with other state taxes and feez, did not unduly 
burden interstate commerce as applied to interstate common 
carriers of freight by motor vehicles consisting ordinarily of 
16-ton tractor-trailer combinations, where total tax burden was 
1.25 mills per ton-mile of assumed operation thereof, and total 
registration fee payable by most of plaintiff carriers ranged 
from .75 to 2.36 per cent of last reported gross revenues (St. 
Wis. 1935, Secs. 8501, 85.05, 194.04(2)). (Britton Motor Serv- 
ice vs. Dammann, 14 Fed. Supp. 634.) 

As applied to interstate common carriers of freight by 
motor vehicle, nondiscriminatory state statutes imposing flat 
registration fee devoted exclusively to highway needs held not 
in conflict with Federal Motor Carrier Act of 1935, covering 
transportation of passengers or property by motor carriers en- 
gaged in interstate or foreign commerce (St. Wis. 1935, Secs. 
85.01, 85.05, 194.04(2); 49 U. S. C. A., Secs. 301-327).—Ibid. 

Interstate common carriers of freight by motor vehicle, 
seeking to enjoin enforcement of state statutes imposing flat 
registration fee allegedly unduly burdening interstate com- 
merce, had burden of proof (St. Wis. 1935, Secs. 85.01, 85.05, 
194.04 (2) ).—Ibid. 


SLOW DELIVERY DAMAGE CASE 


Men of the Commission who got informally into the matter, 
believe the Supreme Court of Colorado made an important deci- 
sion in Amato Fruit and Produce Co. vs. Union Pacific when it 
held that the fruit company might have an award of damages 
because the railroad company refused to deliver a consignment 
of grapefruit on arrival. Between the time of arrival of the 
grapefruit and its delivery the price fell. Amato Fruit and 
Produce Co. had to take a lower price than it would have 
received had delivery been made at the time of arrival. The 
difference was about $25. 

No copies of the opinion of the court have been received 
by the Commission. Agents of the Bureau of Service at Denver 
who have been in touch with the case have sent newspaper 
accounts of the litigation to the Commission’s Bureau of Law. 
According to the reports, the railroads at Denver have an agree- 
ment that they will not deliver freight arriving after 7 a. m. 
until after 5:30 p. m. The agreement is said to be for the 
benefit of railroads having longer lines and slower service. 

The subject was brought to the attention of the Commis- 
sion informally but the complainant was advised that nothing 
could be done except possibly on formal complaint about the 
quality of the rates in view of the service. The fruit company 
went to the Denver courts and won in the two trial courts and 
on appeal. The point was made, when the case came up in the 
courts, that the subject was one to be handled by the Commis- 
sion. The courts, however, held that they had jurisdiction over 
a complaint alleging damage to have resulted from failure to 
make delivery by reason of the agreement among the railroads. 
The agreement was said to have been made by executives com- 
posing the Western Association of Railroad Executives. Denver 
city and county officials took the side of the fruit company. 

The railroad company, according to a report sent to the 
Commission, did not file a petition for rehearing before the 
Supreme Court of Colorado within the time allowed by the 
rules, so the decision is final. 





SUSPENDED TARIFFS 


In I. and S. No. M-8, the Commission has suspended from 
July 13 until October 11, schedules in supplement No. 13 to C. L. 
Lawson’s MF-I. C. C. No. 2, and others. The suspended sched- 
ules propose to establish commodity rates resulting in reduc- 
tions from St. Louis, Mo., to various points in Kansas. The 
following is illustrative: 


Drugs, chemicals, medicines, toilet preparations (except perfum- 
ery), other than in carboys, any quantity, from St. Louis, Mo., to 
Hutchinson, Kansas, present rate 114, proposed rate 70; from St. Louis, 
Mo., to Wichita, Kansas, present rate 112, proposed rate 70; from St. 
Louis, Mo., to Wellington, Kansas, present rate 116, proposed rate, 86. 


In I. and S. No. 4220, the Commission has suspended from 
July 11 until February 11, schedules in supplement No. 27 to 
J. R. Peel’s tariff, I. C. C. No. 2659. The suspended schedules 
propose to reduce rates on bags, bagging, cotton bale ties and 
buckles, on import and coastwise traffic from New Orleans, 
La., and group points to Oklahoma stations on the Fort Smith 








































































CR SERA ye a SS ete 


es ae 


ee 


a 


- 
sae 
ss 


, ~ 


Reo ee 


nA PSL 


res 


y 
ee” 


Aerie RE pm 
* : tae, 


be. 
4 
es en oe 


ee as 
pe 


ss 
os eat ater 


es pee are 








NaS Eg He we a 
ee eas ae ee ere 


tt 


ta 


; + 
} 
? 


PAGE 116 





& Western Railway, to the bases applicable from Galveston, 
Houston and Texas City, Tex. 

In I. and S. No. M-9, the Commission has suspended from 
July 13 until October 11, certain minimum rates and charges 
as published in supplement No. 4 to Terminal Transport Co., 
Inc., MF-I. C. C. No. 1. The suspended schedule proposes to 
establish a new and reduced minimum rate and charge of 60 
cents a 100 pounds on cotton piece goods, in full truck loads, 
from Augusta, Ga., to Portland, Ind. 

In I. and S. No. 4221, the Commission has suspended from 
July 14 until February 14, schedules in thirteenth revised page 
38 to Central of Georgia I. C. C. No. 2475. The suspended 
schedules propose to increase the reciprocal switching charge 
on interstate competitive traffic between industries on the C. 
of Ga. at Birmingham, Ala., and its point of interchange with 
the Mobile & Ohio, from 225 cents to 425 cents per car. 

In I. and S. No. 4222, the Commission has suspended from 
July 15 until February 15 schedules in supplements Nos. 68 and 
69 to B. T. Jones’ tariff I. C. C. No. 2678. The suspended sched- 
ules propose to reduce rates on fresh meats, packing-house 
products and related articles, in carloads, from St. Louis, Mo., 
and East St. Louis, Ill., to Ashland and South Portsmouth, Ky., 
Portsmouth, O., and Huntington, W. Va., to meet purported 
truck competition. The following is illustrative: 


Rates in cents a 100 pounds, fresh meats, C. L., from St. Louis, 
Mo., to Ashland, Ky., present, 58.5; proposed, 38. 


In I. and S. No. 4223, the Commission has suspended from 
July 15 until February 15 schedules in supplement No. 22 to 
Alternate Agent L. F. Potter’s tariff I. C. C. No. 1229. The sus- 
pended schedules propose to reduce rates on various paper 
articles, in carloads, from Camas, Wash., and West Linn, Ore., 
to points in California. The following is illustrative: 


Rates in cents a 100 pounds, newsprint paper, C. L., from Camas, 
Wash., to San Francisco, Calif., present, 38; proposed, 32.5. 


In I. and S. No. 4224, the Commission has suspended from 
July 15 until Feb. 15, schedules in supplement No. 5 to Great 
Northern I. C. C. No. A-7411, first revised page 181-C to South- 
ern Pacific I. C. C. No. 4430, and supplement No. 22 to Potter’s 
I. C. C. No. 1229. The suspended schedules proposed to reduce 
rates on petroleum and petroleum products from California and 
Oregon points to destinations in California, Oregon and Nevada. 
The following is illustrative, rates being in cents a 100 pounds: 


Refined petroleum oil, C. L., from San Francisco, Calif., to Kla- 
math Falls, Oreg., present rate 34.5, proposed rate 30; refined petroleum 
oil, C. L., from Portland, Oreg., to Klamath Falls, Oreg., present rate 
27, proposed rate 22.5. 


PETITIONS FOR REHEARING, ETC. 


No. 26966, General Dry Batteries, Inc., vs. C. & E. I. et al. Com- 
plainant asks for rehearing or further consideration. 

1. & S. No. 3636, cotton, woolen and knitting factory products be- 
tween interstate points; No. 24139, North Carolina Corporation Com- 
mission et al. vs. A. & W. et al.; No. 24140, same vs. A. & R. et al.; 
and No. 24901, National Association of Cotton Manufacturers vs. A. 
B. C. Boat Line et al. E. B. Boyd, chairman of the western trunk 
line committee asks for a postponement of the effective date of the 
order for a period of six months beyond August 8, 1936. 

No. 26512, Blackwood Coal & Coke Co. et al. vs. Interstate Rail- 
road Co. et al. Southern Appalachian Coal Operators’ Association, 
intervener, asks the Commission to reconsider their opinion and order 
of May 11, 1936. P 

No. 27107, Illinois Coal Traffic Bureau vs. Alton et al., and a 
sub-number thereunder, Fifth and Ninth Districts Coal Traffic Bureau 
vs. Same et al. Midwest Coal Traffic Bureau and Acme Coal & Mining 
Co. and others ask that the Commission strike brief of complainant 
in No. 27107 for fadure to comply with rules of practice. 

1. & S. No. 4122, automobiles to southern ports for export. East- 
ern carriers ask for rehearing, reconsideration, and postponement of 
the effective date of the order. 

No. 26719, Fifth and Ninth Districts Coal Traffic Bureau vs. A. 
& E. et al. Complainant asks for reopening, reconsideration and re- 
argument. 

No. 26895, Elgin Butter Tub Co. vs. Ann Arbor et al. Complain- 
ant asks the Commission to reopen this case for further consideration. 

No. 26928, Atlantic Terra Cotta Co. vs. C. & I. M. et al. Defend- 
ants ask for reconsideration. 

No. 26817, Globe Grain & Milling Co. vs. C. B. & Q. et al. De- 
fendants asks that the Commission set aside its order of November 
25, 1935, rescind its finding that the shipment was misrouted and grant 
the defendants a rehearing and reconsideration. 

No. 26930, M. Fine & Sons Manufacturing Co., Inc., 
et al. Complainant asks for reconsideration. 

No. 27218, Dorothy C. Black, trading as Bisceglia Brothers, Inc., 
vs. Alton & Southern et al. Defendants ask that the Commission dis- 
miss the complaint for want of prosecution. 

No. 26983, Newnan Cotton Mills vs. Atlanta & West Point et al. 
Defendants ask for postponement of effective date of order for further 
period of ninety days from August 8. 

No. 27179, S. A. Gerrard Co. et al. vs. A. C. & Y. et al. E. B. 


vs. B. & M. 
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Boyd and E. Morris, agents and attorneys for carriers defendants ip 
this proceeding involving rates on certain kinds of melons, carloads, 
from Colorado to eastern destinations, ask for postponement of effec. 
tive date of the order dated May 29 for a period of 90 days beyond 
September 10. 

No. 27015, emergency freight charges in Minnesota. Chicago, 
Great Western; Chicago, Milwaukee, St. Paul & Pacific; Chicago, Rock 
Island & Pacific; and Minneapolis & St. Louis ask the Commission 
to modify its findings and order of February 21, by excepting there. 
from the intrastate rates on beverages from Minneapolis, Minnesota 
Transfer and St. Paul, Minn., to Albert Lea and Austin, Minn. 

Finance No. 11142, application of the Baltimore & Ohio Railroad 
Co., for authority nominally to issue and pledge Pittsburgh, Lake 
Erie & West Virginia system refunding mortgage bonds and refund- 
ing and general mortgage bonds. Applicant asks that the Commis- 
sion modify so much of its order of May 1, 1936, as may be necessary 
to permit it to issue the $196,000 face amount of its refunding and 
general mortgage 6 per cent bonds, series E, heretofore authorized 
against the deposit with the trustee thereof of an equal face amount 
of Baltimore & Ohio Chicago Terminal Railroad Co. first mortgage 4 
per cent bonds, or an equal fact amount of Chicago & Great Western 
Railroad Co. first mortgage 5 per cent bonds, or both. 

No. 22109, in the matter of rates on sand, gravel, crushed stone, 
etc., within the state of South Carolina. Atlantic Coast Line, Charles- 
ton & Western Carolina and Seaboard Air Line ask for further modi- 
fication of the order dated July 14, 1931, as subsequently reaffirmed 
and made effective on January 17, 1934, by order dated November 
7, 1933, and as thereafter modified from time to time. 

No. 26166, Nash Finch Co. et al. vs. A. T. & S. F. et al. E. B. 
Boyd and F. A. Leland, agents and attorneys for carriers in this 
proceeding ask for modification of the order to the extent necessary 
to establish emergency rates on onions, without tops. 


ELKINS ACT CASE 


Secretary McGinty has announced that the Commission 
has been advised that on July 2, 1936, a federal grand jury, 
sitting at Omaha, Neb., returned a 21-count indictment against 
Phil Miller, Francis B. Hearty and Frank Sargeant of South 
Omaha, Neb., the first 20 counts of the indictment charging 
that these defendants by means of the manipulation of weights 
on live stock moving inte South Omaha, Neb.. from interstate 
points, solicited and accepted rebates. The twenty-first count 
charges the defendants, among other things, with having con- 
spired with one another to violate the Elkins act by falsifying 
weighing records of the carriers. This case was handled for 


the Commission by Attorney Burt L. Smelker of the Bureau 
of Inquiry. 


TRANSIT ON LUMBER 


Railroad and shipper witnesses appeared hand in hand at 
the hearing in docket No. 27426, General Box Company vs. L. 
and N. et al., before Examiner Disque at Chicago July 10, to 
ask the Commission to permit the railroads to pay the box 
company some $4,500 that they, the railroads, didn’t think they 
should have received from the box company. The money was 
paid to the railroads by the box company in 1934 when some- 
one discovered that, in the republication of the L. and N. transit 
tariff I. C. C. A-15350, no provision had been made for transit 
at Louisville, Ky., on lumber moving from the south into the 
plant of the box company at that point and moving out as box 
and crate material to Ohio destinations. Theretofore, the 
transit had been in effect, according to testimony put in at the 
hearing by I. W. Preetorius, general traffic manager of the 
box company. Under that arrangement, the box company paid 
the through rates from southern origins to Ohio destinations 
plus a 2%4-cent transit charge. With the discovery of the 
omission from the tariff, however, the box company paid the 
difference between those rates and the lawful combinations of 
locals for the period the tariff was in effect. That amounted 
to $4,500. The L. and N. immediately issued a new tariff in 
which the omission was corrected, and proceedings were begun 
to return the $4,500 to the box company. 


POWER REVERSE GEAR CASE 


Safety to employes and the public would not be increased 
by compelling the railroads to install power reverse gears on 
virtually all locomotives, according to a brief filed for railroads 
by the Association of American Railroads with the Commission 
in No. 24050, A. Johnston, grand chief engineer of the Brother- 
hood of Locomotive Engineers, Firemen and Enginemen, a pro- 
ceeding inaugurated by formal complaint with a view to fore- 
ing the installation of power gears. 

The only result would be, the brief added, to place a heavy 
financial burden on the carriers at a time when they co 
least afford it. Safety would be promoted, the complainants 
contended. by the installation of power reverse gears in place 
of manually operated gears. ; 

Such an order, if promulgated by the Commission, the brief 
ceclared, would require the installation of power gears on 
more than 18,000 locomotives at a cost in excess of $7,000,000. 
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FOURTH SECTION WARNING 


The Commission has issued a notice to all carriers warn- 
ing them to take such steps as are necessary to see that rates 
in contravention of section 4 are not published by them under 
authority supposed to be given by fourth section order No. 3700, 
General No. 13 of February 3, 1914. The notice follows: 


By fourth section order No. 3700, General No. 13, entered by the 
Commission February 3, 1914, carriers subject to the Interstate Com- 
merce Act, Part I, are authorized to establish reduced rates which do 
not conform to the provisions of section 4 of that act, subject to the 
conditions provided therein, in those instances in which the existing 
rates do not conform to the provisions of that section but are ‘“‘in- 
duded in and covered by applications’’ filed with the Commission on 
or before February 17, 1911, and to continue such rates until the de- 
termination of such applications. 

It has come to the attention of the Commission that in some in- 
stances carriers have published and filed changes in rates not included 
and covered by applications filed with the Commission on or before 
February 17, 1911, or have published new rates, and have shown in 


schedules containing such rates that they were published by authority 
of fourth section order No. 3700. 


There is no authority contained in this order for such changes in 
rates or the establishment of new rates where such rates are in con- 
travention of the provision of section 4. 

Carriers subject to the provisions of section 4 of the interstate com- 
merce act, part I, are requested to give this matter their attention and 
to take such steps as are necessary to see that rates in contravention 
of that section are not published as by authority of the above order 
except in those instances as provided therein, where such rates are in- 


cluded in applications filed prior to February 17, 1911, which 7 
been determined by the Commission. ’ have not 


HOCH-SMITH GRAIN 


The Commission, in No. 17000, rate structure investigation, 
part 7, grain and grain products within the western district 
and for export, on petition of the Chicago, Burlington & Quincy, 
Colorado & Southern, Great Western, and Union Pacific, by 
order, not a report and order, has modified previous orders to 
permit the carriers named to establish, and to maintain until 
December 31, reduced rates on whole corn, carloads, minimum 
weight marked capacity of car used, from points on their lines 
in central and western Nebraska to points on their lines in 
northern Colorado and eastern Wyoming, all such rates to 
apply without transit except that diversion, reconsignment and 
inspection will be permitted. The carriers are authorized to 
ond the proposed rates effective on not less than 5 days’ 

ice. 


The railroads asked for a modification on account of truck 

erection conditions in that territory. 
e Commission in the same case has denied the iti 

of the Memphis Merchants’ Exchange, New Orleans Tort Trate 
fic Bureau, Cincinnati Board of ‘Trade et al., Acme-Evans Co. 
John W. Eshelman & Sons, Butler-Welsh Grain Co. et al., At. 
kinson Milling Co. et al., Southern Kansas Millers’ Club, Board 
of Trade of Kansas City, Mo., Baltimore & Ohio et r | ie 4 
Staley Manufacturing Co., Louisville Board of Trade, Inc., In- 
dianapolis Board of Trade, and the Shellabarger Mill & Elevator 


Co., for reconsideration, reargument, modification and post- 
ponement. 


PERISHABLE FREIGHT CHARGES 


The Commission has issued a corrected order in No. 20769, 
charges for protective service to perishable freight. (See 
Traffic World, July 11, p. 63.) The corrected order brings all 
parts of it into effect September 10, as intended when it was 
decided by the Commission to make the order effective on that 
day instead of as first intended, September 3. Parts of the 
order as issued bore September 10, while another part for 
September 3 as the effective date. 





SOUTHERN LUMBER REDUCTIONS 


Southern lumbermen generally are satisfied with the re- 
ductions accorded by the railroads on their products to north- 
fn and eastern destinations, according to a statement issued 

A. G. T. Moore, traffic manager, Southern Pine Association, 
New Orleans. Mr. Moore attended conferences at New York 
at which the Official Territory railroads agreed to reduce the 
Tates on southern lumber and products in the same percentage 
Proportions as reductions made in the Pacific coast rates 

ugh the 78-cent blanket in transcontinental rates which 
Went in effect July 1. In effect, Mr. Moore said, the official 

roads agreed to make reductions in southern lumber rates 
subject to the protection of 25 per cent of first class. This, 
added, would operate satisfactorily to the southern lumber- 
men “except at border and adjacent points which will be pro- 
through a petition for review by the entire Commission 

of the decision in I. and S. 4035.” Negotiations with the 
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railroads were carried on by a special committee of the South- 
ern Pine Association in cooperation with Mr. Moore and the 
association’s transportation committee. Members of the spe- 
cial committee were: A. C. Goodyear, New York; E. L. Kurth, 
Keltys, Texas; C. C. Sheppard, Clarks, La.; W. T. Neal, Brew- 
ton, Ala.; Arthur Temple, Texarkana, Tex.; A. H. Haack, 
Shreveport, La.; Herman Dierks, Kansas City, Mo.; M. L. 
Fleishel, Shamrock, Fla.; E. M. Goodwin, Chapman, Ala., and 
H. C. Parrish, Richmond, Va. 


ESTIMATED RAIL REVENUES 


Based on estimates of operating revenues voluntarily fur- 
nished by carriers in advance of regular sworn reports, the 
Commission’s Bureau-of Statistics has instituted a new series 
of reports denominated as preliminary statement “of estimated 
operating revenues of steam railways” to be issued monthly. 
The first is such a statement for June based on reports received 
up to 3 p. m., July 9. 

Heretofore estimates of revenues have been made and pub- 
lished by financial institutions and publications but not by the 
Commission. Such estimates which were generally accepted 
as fairly accurate were seldom made before the twenty-fifth 
day of the month following the month covered by the estimates. 
The aim of the Commission’s Bureau of Statistics is to pro- 
mulgate a reliable estimate by the tenth day after the expira- 
tion of the month covered by the estimate. 

As a preliminary to the issuance of this estimate for June 
the Commission obtained estimates from accounting offices of 
the railroad for May. These estimates were checked against 
actual figures and found to correspond very closely to the 
actual revenues. When it was found that the estimate of May 
revenues corresponded so closely with the actual results it was 
determined to begin the issuance of such estimates in July to 
cover the preceding month and to follow with an estimate each 
month thereafter. ; 

The estimate for June, hereinafter set forth, shows that in 
the first month of reduced passenger fares ordered by the Com- 
mission the revenues of the reporting carriers in the eastern 
district showed an increase of 5.9 per cent over the revenue of 
the corresponding month of 1935. It also shows that the report- 
ing carriers in the Pocahontas region had an increase of 9.2 
per cent over the corresponding month of 1935. The carriers 
in the eastern district and Pocahontas region are affected by 
the Commission’s order reducing passenger fare bases. A fact 
that created mild astonishment was that the passenger rev- 
enues in the southern region showed an increase of 15.5 per 
cent and in the western district 19.6 per cent over the actual 
revenues of June, 1935, which, of course, were much higher 
percentages than shown in the eastern district and Pocahontas 
region. Reduced fares, of course, have been in effect in the 
west and the south for many months. ; 

The preliminary statement of estimated operating revenues 
for June, in table form based on 64 reports of estimated rev- 
enues of Class I steam railways, said to represent 90 per cent 
of the operating revenues of the railroads of the country, 
follows: 


Region and district Freight Passenger Total 
Eastern district: 
(27 reports represented) 
June, 1936, estimated..... a... $96,596,395 $14,026,297 $120,897, 751 
June, 1086, actual ....... 2.000: 84,523,358 13,240,700 107,061,573 
Per cent of increase ........ 14.3 5.9 12.9 
Pocahontas region: 
(2 reports represented) 
June, 1936, estimated ........ 11,227,287 297,474 12,007,246 
Jume, 1005, actual «..:..s..00. 10,911,137 272,306 11,620,085 
Per cent of increase ....... 2.9 9.2 3.3 
Southern region: 
(15 reports represented) 
June, 1936, estimated ........ 18,408,823 1,974,741 22,031,205 
I SEE MEIER 5 coc ccesvas 16,069,879 1,709,231 19,374,027 
Per cent of increase ....... 14.6 15.5 13.7 
Western district: 
(20 reports represented) 
June, 1936, estimated ........ 32,640,979 3,931,957 40,345,831 
Ra er ee 25,452,072 3,286,510 32,352,911 
Per cent of increase ........ 28.2 19.6 24.7 


Note: The above tabulation is made from estimates voluntarily sub- 
mitted by carriers in advance of regular sworn reports which are due 
on July 26. A more complete estimate will be available July 16. The 
advance estimates of individual railways are not made public. A total 
for the regions and districts is omitted in this statement because the 
total for the Eastern district is more nearly complete than are those 
for the other districts. 


A second estimate of the operating revenues of Class I 
steam railways of the United States in June was made public 
by the Commission’s Bureau of Statistics, based on voluntary 
reports to the Commission by carriers, June 16. The estimate 
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of July 16 was based on returns from a larger number of 
carriers. 

On account of the litigation between the Commission and 
carriers in the eastern district about passenger fares the esti- 
mates as to passenger revenue in the eastern district and the 
Pocahontas region, which are affected by the order requiring 
fares to be brought down to the basis of two cents in coaches 
and three cents in Pullmans, attracted most attention. 

In the eastern district the second estimate showed a gain 
of 4.9 per cent as compared with 5.9 per cent in the first esti- 
mate. In the Pocahontas region the second estimate showed 
an increase of 13.2 per cent as compared with 9.2 per cent. The 
compilation of July 16 follows: 


Estimated Operating Revenues of Class | Steam Railways (Memo- 
randum No. 2)—Month of June, 1936 


Region and district Freight Passenger Total 
Eastern district (95% complete)*: 
(36 out of 53 railways represented) 
June, 1936, estimated ........... $108,192,800 $16,778,514 $136,787,328 
Ne eee 95,687,979 15,987,261 122,505,063 
Per cent of increase .......... 13.1 4.9 11.7 
Pocahontas region (97% complete)*: 
(3 out of 4 railways represented) 
June, 1936, estimated ........... 17,805,803 488,380 19,007,246 
TNE ign ces snewe nee 16,987,229 431,594 18,049,215 
Per cent of increase .......... 4.8 13.2 5.3 
Southern region (67% complete)*: 
(21 out of 28 railways represented) 
June, 1936, estimated ........... 21,334,520 2,317,043 25,648,757 
SO ee 18,830,296 2,036,041 22,786,410 
Per cent of increase ........... 13.3 13.8 12.6 
Western district (77% complete)* : 
(42 out of 59 railways represented) 
June, 1936, estimated ......... 78,338,818 9,417,167 96,089,050 
aes, ee 61,146,585 7,813, 368 76,838,146 
Per cent of increase .......... 28.1 20.5 25.1 


*Percentage of completeness is based on ratio of the 1935 total op- 
erating revenues in above statement to corresponding totals in final re- 
port for June, 1935, published last year. 

Note: The above tabulation is made from estimates voluntarily sub- 
mitted by carriers in advance of regular sworn reports which are due 
on July 26. The advance estimates of individual railways are not made 
public. A total for the regions and districts is omitted in this statement 
because the totals for the Eastern district and Pocahontas region are 
more nearly complete than are those for the Southern region and 
Western district. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended July 11 totaled 
724,324 cars—an increase of 74,565, or 11.5 per cent, above 
the preceding week, which included a holiday; 158,822, or 28.1 
per cent, above the corresponding week in 1935; and 120,132, 
or 19.9 per cent, above the corresponding week in 1934. Mis- 
cellaneous loading totaled 287,840 cars; merchandise, less than 
carloads, 163,116; coal, 107,378; grain and products, 56,250; live 
stock, 14,402; forest products, 31,020; ore, 54,979; coke, 9,339. 


Railroads the week ended July 4 loaded 649,759 cars of 
revenue freight (see Traffic World, July 11), according to the 
Association of American Railroads. All districts reported in- 
creases compared with the corresponding weeks in 1935 and 
1934. 


Loading of revenue freight in 1936 compared with the two 
previous years follow: 
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ee Se errr 2,787,012 2,465,735 2,504,974 
WE I So obikc S065 ockech ves 649,759 471,126 520,741 
MESS kno tiara cn pean aes dona 17,240,629 15,631,855 15,957,364 


Revenue freight loading by districts the week ended July 4 
and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 5,793 and 4,117; live 
stock, 968 and 859; coal, 22,731 and 13,250; coke, 1,871 and 1,135; 
forest products, 1,403 and 1,682; ore, 4,705 and 3,184; merchandise, 
L. C. L., 36,495 and 34,395; miscellaneous, 63,517 and 45,893; total, 
1936, 137,483; 1935, 104,515; 1934, 111,124. 

Allegheny district: Grain and grain products, 2,936 and 2,013; 
live stock, 809 and 648; coal, 26,856 and 10,607; coke, 3,476 and 1,510; 
forest products, 1,542 and 923; ore, 9,543 and 6,013; merchandise, L, 
C. L., 25,498 and 25,296; miscellaneous, 59,517 and 40,276; total, 1936, 
130,177; 1935, 87,286; 1934, 103,528. 

Pocahontas district: Grain and grain products, 272 and 162; live 
stock, 163 and 179; coal, 31,622 and 13,397; coke, 483 and 349; forest 
products, 666 and 529; ore, 189 and 195; merchandise, L. C. L., 4,755 
and 4,330; miscellaneous, 6,374 and 4,881; total, 1936, 44,524; 1935, 
24,022; 1934, 35,035. 

Southern district: Grain and grain products, 2,825 and 1,574; live 
stock, 1,007 and 820; coal, 13,589 and 7,093; coke, 439 and 255; forest 
products, 9,273 and 6,923; ore, 808 and 447; merchandise, L. C. L,, 
25,373 and 22,550; miscellaneous, 36,807 and 27,876; total, 1936, 90,121; 
1935, 67,538; 1934, 69,152. 

Northwestern district: Grain and grain products, 6,754 and 4,236; 
live stock, 3,867 and 1,862; coal, 3,544 and 2,088; coke, 1,545 and 985; 
forest products, 8,653 and 4,943; ore, 28,144 and 18,893; merchandise, 
L. C. L., 16,892 and 16,356; miscellaneous, 31,608 and 24,579; total, 
1936, 101,007; 1935, 73,942; 1934, 75697. 

Central Western district: Grain and grain products, 16,734 and 
7,986; live stock, 3,646 and 2,960; coal, 5,012 and 2,816; coke, 111 and 
191; forest products, 5,562 and 4,140; ore, 1,496 and 1,704; merchandise, 
L. C. L., 22,073 and 20,052; miscellaneous, 43,706 and 32,680; total, 
1936, 98,340; 1935, 72,529; 1934, 82,666. 

Southwestern district: Grain and grain products, 6,658 and 3,790; 
live stock, 936 and 1,287; coal, 2,115 and 910; coke, 69 and 113; forest 
products, 3,811 and 2,812; ore, 452 and 251; merchandise, L. C L,, 
10,966 and 10,596; miscellaneous, 23,100 and 21,535; total, 1936, 48,107; 
1935, 41,294; 1934, 43,539. 


CANADIAN TRANSPORT DEPARTMENT 


The Department of Railways and Canals, the Department 
of Marine, and the Civil Aviation Branch of the Department of 
National Defense, will be consolidated into one government 
agency, the Department of Transport, under legislation which 
received Royal assent June 23, according to a report from 
Katherine E. O’Connor, clerk to the commercial attaché, at 
Ottawa, says the U. S. Department of Commerce. The act will 
come into force in whole or in part upon proclamation. , 


The consolidation was proposed in the interests of the pub- 
lic service to place under the direction of one cabinet minister 
all federal activities concerned with railways, seaways, high- 
ways, and airways. It was believed that in the coordinated 
department transportation problems of the different common 
carriers could be viewed as a whole rather than as rival and 
conflicting individual services. Increased efficiency and econ- 
omy in departmental administration are expected to result from 
the consolidation; the engineering branches of the department 
will be brought together and a single purchasing branch will 
be created, according to the report. 

The Prime Minister said that in the new department “due 
provision will be made for the development and expansion 
the latest form of transportation—the commercial air services.” 

Regulation of all inland transportation by a federal body 
is forecast as a result of the legislation, says the report. 
ooo ——————_—_—<—$—$FFFF$FéF<$FeEFM<F#CaDAD92DB9n2nBnBnaEEEEEE 8 


Revenue Freight Car Loading—Week Ended Saturday, July 4 


1936 1935 1934 
OR seer eee eee 2,353,111 2,169,146 2,183,081 
S weeke in Pebraary ...«......0.60% 3,135,118 2,927,453 2,920,192 
er 2,418,985 2,408,319 2,461,895 
I ORME i. ince tics os oe a wee 2,544,843 2,302,101 2,340,460 
DE NE cle uniwes seusecue 3,351,801 2,887,975 3,026,021 
Grain and Live 
grain prod. stock Coal 
{ 1936 41,972. 11,396 105,469 
a a en ears { 1935 23,878 8,615 50,161 
| 1934 37,152 15,554 81,438 
Preceding week June 27 ......... 1936 41,738 12,811 114,157 
Per cent increase over ........... 1935 75.8 32.3 110.3 
Per cent decrease under ......... 1935 
Per cent increase over ........... 1934 13.0 29.5 
Per cent decrease under ......... 1934 26.7 
1936 876,356 322,681 3,449,321 
Cumulative 27 weeks to July 4 1935 697,508 328,137 3,246,438 
1934 815,373 421,261 3,264,580 
Per cent increase over ........... 1935 24.4 6.2 
Per cent decrease under ......... 1935 1.7 
Per cent increase over ........... 1934 6.4 5.7 


Per cent decrease under ......... 1934 23.4 


Per cent to 15 year average 86.4. 


Forest Mdse, 

Coke products Ore L.C.L. Miscellaneous Total 
7,994 30,910 45,337 142,052 264,629 649,759 
4,538 21,952 30,687 133,575 197,720 471,126 
4,135 17,373 29,372 137,968 197,749 520,741 
8,336 36,030 49,462 161,300 289,805 713,639 

76.2 40.8 47.7 6.3 33.8 31.9 
93.9 77.9 54.4 3.0 33.8 24.8 
228,371 813,287 544,505 4,151,000 6,864,108 17,240,629 
174,601 657,028 385,692 4,156,330 5,986,121 15,631,855 
204,808 617,788 349,965 4,321,793 5,961,796 15,957,364 
30.8 23.8 41.2 14.7 10.3 
BI 
11.5 31.6 55.6 15.1 8.0 
4.0 
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Railroad Week 


Western Communities Join in Dinners, Programs, and 
Parades in Observance of the Progress of the 
Railroads—A. A. R. Officials Speak— 
Chicago Has a Busy Time 


Beginning with tooting locomotive whistles early Monday 
morning and ending with street dances and parades on Satur- 
day, a thousand-odd cities and towns in the west observed 
July 13 to 18 as “railroad week.” Committees in charge of 
the general work and the local celebrations reported greater 
enthsuiasm than marked railroad week in 1935, its first ob- 
servance, when the celebrations were more or less spontaneous. 
This year months of careful planning and work by more than 
400 committees were spent in preparation. 

The official opening of the observance in Chicago, follow- 
ing the whistle blowing at eight o’clock on Monday morning, 
took the form of a breakfast at the Medinah Club, where 1,200 
sat down to bacon and eggs and to watch the selection of the 
railroad “queen of queens” by a committee of artists and 
beauty experts. Twenty young women, all employes of rail- 


Harry G. Taylor, chairman, Western Association of Rail- 
way Executives, places the crown on the brow of Marybeth 
McGurk, selected “Queen of Queens” of railroad week at a 
breakfast at Chicago, July 13. Miss McGurk is 18 years old 
and is a stenographer in the passenger department of the Chi- 
Cago and Eastern Illinois, at Chicago. In the picture, she is 
Surrounded by her “court” selected from among twenty re- 
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roads, each selected as the representative of some section or 
some system, vied for the honor. Marybeth McGurk, an 18- 
year-old stenographer in the passenger department of the Chi- 
cago and Eastern Illinois at Chicago, was selected. Four others 
from among the contestants were selected to act as her escort. 
They were: Mildred Williams, Pullman Company, Chicago; 
Dorothy Whitt, Chicago and Northwestern, Chicago; Mildred 
Kreher, Cotton Belt, St. Louis, and Martha Bergersen, C. M. 
St. P. & P., Milwaukee. Miss McGurk was crowned queen of 
queens in a ceremony at State and Madison streets, Chicago, 
at noon on Monday. Harry G. Taylor, chairman, Western 
Association of Railway Executives, acted as master of cere- 
monies at the breakfast and presided at the coronation. The 
queen and her “court” were present at a Rotary Club railroad 
luncheon at the Sherman Hotel on the following day, and at a 
luncheon of the Chicago Association of Commerce on Wednes- 
day. Thursday they left for St. Louis, where there was a 
reception on Friday. Saturday was railroad day at the Texas 
Centennial Exposition at Dallas, and the young women were 
the center of the observances. 

Monday evening the Chicago Railroad Boosters’ Club, rep- 
resenting more than 82,000 railroad employes in the Chicago 
area, held a great double dance at the Aragon Ballroom on 
the north side and the Trianon Ballroom on the south side. 


gional queens. They are, standing, left to right: Martha Berger- 
sen, 24, C. M. St. P. & P., Chicago; Mildred Williams, 18, clerk, 
accounting department, Pullman Company, Chicago; Dorothy 
Whitt, 26, clerk, car accounting department, Chicago and 
Northwestern, Chicago. Seated, left to right, Mildred Kreher, 
27, comptometer operator, freight accounting department, Cot- 
ton Belt, St. Louis, and Miss McGurk. 
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The queen and her court were present at both of those places. 
More than 3,000 attended the two dances. 


Pelley Speaks 


J. J. Pelley, president, Association of American Railroads, 
was the speaker at a railroad luncheon of the Chicago Rotary 
Club July 14. He was introduced by Mr. Taylor, himself a 
rotarian. In addition to the queen and her “court” there were 
a number of distinguished transportation men at the speakers’ 
table. F. L. Bateman, president, Transcontinental Freight 
Company, had as his guests sixteen past presidents of the 
Traffic Club of Chicago, including himself. The Chicago and 
North Western glee club sang several selections. 

Railroad week was an appropriate time for the railroad 
industry to make a sort of annual report to the public, said 
Mr. Pelley. He said that report could be summed up this 
year by saying that the railroads had demonstrated their 
ability to carry on under difficulties. He said the trouble 
with the public view of the railroads came from the fact that 
“there is an almost perfect machinery for the public advertise- 
ment of faults and failures on the part of the railroads, or of 
what anyone might suppose to be faults or failures. On the 
other hand, railroad men, traditionally reticent, have been too 
absorbed in the job of providing the indispensable transporta- 
tion service for this continent to tell the world what they are 
doing, what their progress and achievements have been, what 
their prospects are.” 

The growing railroad sense of the value of advertising 
would rectify this state of affairs, he continued. That move- 
ment was still new, he said, but it was gathering impetus 
and some favorable results were already apparent. 

Cataloging the achievements of the railroads in the depres- 
sion years, he called attention to the decrease in the operating 
cost for hauling a ton of freight 1,000 miles from $7.44 in 1929 
to $6.75 in 1935. That cost was $10.78 in 1921, he said. He 
said studies of freight costs on a particular railroad, which 
he did not name, showed that a tonnage equal to that of 1929 
would yield, at present rates, 15 per cent less than it yielded 
in 1929. On the other hand, he continued, that tonnage could 
now be handled at 25 per cent less than the 1929 costs. He 
described new methods of rail laying and maintenance of way 
that made it possible now to lay a ton of rail for $5 as com- 
pared with a cost of $12 in 1927. “On one railroad,” he said, 
“a careful study shows that while actual maintenance of way 
expenses in 1929 were $11,000,000, the way could not be main- 
tained for the same volume of traffic for about $7,000,000.” 


He spoke about possible improvements foreshadowed in 
the studies of the Federal Coordinator and about the research 
work carried on by the A. A. R. and individual roads that 
pointed the way for added economies and improvements in 
service. On the subject of coordination, he said: 


You have heard much of the word ‘“‘coordination,’’ particularly for 
the past three or four years. The popular use of the word in the dis- 
cussion of railroad operation is new; the thing itself is a century old. 
Railroads were coordinating their services and facilities a hundred years 
ago. They have continued by natural processes to expand the joint use 
and operation of terminals, of bridges, of tracks, of shops and trains. 
A laudable attempt to hasten these natural processes by legislation was 
inaugurated three years ago. The law to promote this end contained 
certain provisions, particularly as to labor, which had the practical ef- 
fect of halting the natural processes of coordination. The law itself has 
now expired by limitation. By agreement between managements and 
men, the obstacle to coordination contained in the law has been largely 
removed. The natural process of coordination for the reduction of costs, 
where practical, temporarily slowed down by legislation, is being re- 
sumed. But regardless of what may be accomplished in the future, 
it is strange that there should be an impression abroad that railroads 
are somehow peculiarly lacking in the ability to cooperate together for 
a common end of service and economy. Perhaps it is because we live 
in the midst of a daily miracle of railroad coordination that we take it 
for granted and so do not notice it. Consider the fact that any shipper 
anywhere on this continent may today load a car of freight. whether 
on a team track, at a station, or on his private siding; that more than 
a hundred thousand such cars will be loaded each day at nearly that 
many different locations, and consigned to nearly one hundred thousand 
different destinations; that these cars will be marshaled in long trains 
and tonight will be hauled all over this continent, for delivery to their 
hundred thousand consignees; that all this is done without further 
thought or anxiety on the part of the shipper; that the coordination 
between railroads is so nearly perfect that each of these cars moves 
under constant supervision and control from origin to destination, mov- 
ing freely and interchangeably in any train, pulled by any engine, or 
if necessary repaired anywhere en route with standard parts at stand- 
ard costs. A moment's consideration of that free flow of a continent- 
wide commerce demonstrates that I have not overstated the case when 
I say it is a daily and hourly miracle of effective coordination, not 
planned out all at once in any grand general scheme, but worked out, 
ms Saed bit, by practical railroad men in the carrying out of their daily 

sk, 

Of course, I do not mean to say that the system or its operation is 
perfect. I do say, however, that the railroad men of the United States 
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are alive to the possibilities of improvements whatever they may be and 
wherever they may be found. They are alert and receptive to ideas. 
asking only that these ideas stand the practical test of working as an 
integral part of general railroad operation. 


He said he did not wish to leave with his hearers the 
impression that the railroads had no problems to meet. As a 
matter of fact, he said, they had all of the problems faced by 
other business on account of economic conditions plus the spe- 
cial problems created by regulation and proposed restrictive 
legislation. Such legislation, he said, using the long-and-short 
haul clause of the fourth section as an example, handicapped 
not only the railroads but business in general. 

“Regardless of all this,” he said, “the railroads have 
shown through the depression the inherent efficiency and econ- 
omy of moving the major commerce of this continent on steel 
rails. They have shown the old-fashioned ability to cut their 
coat according to their cloth, to tighten their belts, to ‘take it,’ 
in the vernacular of today. They have shown, too, the most 
up-to-the-minute ability to use the latest improvements, to step 
out in a stream-lined age.” 

Tuesday evening 82 veterans, active and retired, each with 
fifty or more years of service with the railroad, were guests 
of honor at a dinner given by the Illinois Central at the Stevens 
Hotel. L. A. Downs, president of the railroad, spoke, com- 
plimenting the veterans and presenting to each a gold card. 


Fletcher on Railroad Policies 


R. V. Fletcher, vice-president and general counsel, A. A. R., 
was the speaker at a luncheon of the Chicago Association of 
Commerce at the Palmer House Wednesday noon. The subject 
of his address was “A Sound Transportation Policy.” 

In asking the public to turn its thoughts toward the rail- 
roads in railroad week, said Mr. Fletcher, the railroads were 
not appealing to the sympathy of the public, but to its com- 
mon sense, enlightened self-interest and its innate sense of 
justice. The transportation problem could not be solved by 
passing resolutions, nor did that solution depend on the victory 
of any particular political party, he said. The obvious princi- 
ple on which the solution must be based, he pointed out, was 
the principle that the people were entitled to the cheapest 
and best transportation suited to particular needs. In applying 
that principle, however, he added, factors lying below the 
surface ought to be examined. Among these concealed factors 
was that of costs which eventually would come to the surface 
regardless of the type of transportation used. In the end, 
each form of transportation must be made to pay its own way, 
he said. When that was done, he added, there would be a 
system of tolls for the use of waterways on which the govern- 
ment had spent much money, subsidies would be withdrawn 
from air services and higher rates charged for passenger and 
package transportation, “those who use our rapidly expanding 
and improved system of public highways will contribute for 
such use such a sum as represents a fair return on the cost 
of the facility used, plus a proper allowance to cover the cost 
of repairs made necessary by unavoidable wear and tear.” 


Transportation, he said, was “essentially a private busi- 
ness and not a governmental function.” That being the case, 
he continued, the next question was as to whether or not 
regulation had gone too far. He said he thought it had and 
suggested several ways in which it might be simplified. First, 
he said, the long-and-short haul clause of the fourth section 


‘ought to be repealed, and he complimented the Chicago Asso- 


ciation of Commerce on its leadership in the fight to effect 
such repeal. Secondly, there ought to be a revision of the 
discriminations section of the act because the growth of com- 
peting types of transportation made the relationship of one 
railroad rate to another “purely theoretical” as a commercial 
factor in many cases. For a third part of his program, he 
suggested greater latitude for railroads and motor vehicles 
in publishing and altering tariffs “until the water carriers are 
subjected to regulation.” Next, he suggested changing the 
present law with reference to railroad consolidations “so as 
to relieve the Commission of the obligation to prescribe a 
limited number of railroad systems, permitting consolidations 
only in accordance with such a plan.” The Panama Canal 
act ought also to be repealed, in so far as it forbade ownership 
and operation of water craft by the railroads, he said. 

Finally, and most important, he said, “all forms of trans- 
portation should be privileged to handle their affairs in accord- 
ance with the demands of modern business and in the light 
of recent experience.” 

In closing, he outlined progress made by the railroads in 
the last year and predicted more progress for the coming year. 

“Most significant of all, perhaps, is a better understanding 
on the part of the public of the dimensions and importance of 
the transportation problem and a fixed resolution in the public 
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mind that those responsible for the transportation policies shall 
have an opportunity to work out their own salvation without 
undue governmental interference and in accord with basic 
fundamentals of economic law,” he said. 

A feature of the luncheon was the interchange of messages 
‘among a number of cities where chambers of commerce were 
holding similar luncheons. In the afternoon a huge telegraph 
circuit, comprising more than 23,000 miles, with special keys 
set up at railroad stations throughout the western area, was 
used by railroad and telegraph officials to broadcast greetings. 


Other Observances 


Thursday of railroad week was designated generally as 
women’s day. In Chicago in the evening there was a dinner, 
sponsored jointly by the Railway Business Women’s Association 
and the Women’s Traffic Club of Chicago at the Medinah Club. 
Mr. Fletcher was the speaker, his remarks generally being along 
the lines of his speech of the day before at the Association of 
Commerce luncheon. In addition there was a style show and 
a program of entertainment. 

Friday in Chicago was marked by a luncheon at the Palmer 
House by the Traffic Club of Chicago at which Lawrence W. 
Wallace, director of equipment research, A. A. R., spoke on “Air 
Conditioning of Railroad Equipment.” In the afternoon there 
was a handcar derby, sponsored by the Junior Traffic Club of 
Chicago and a race among railroad station redcaps each carry- 
ing sixty pounds of baggage. 

The final event on the Chicago railroad week program 
was a parade down Michigan Avenue Saturday afternoon. 
Advance reports were that about 50,000 railroad employes 
would be in line. Numerous railroad American Legion posts 
were to participate with their bands and drum corps, as well 
as other organizations composed largely of railroad people. 
Individual railroads and industries allied with railroads had 
prepared elaborate floats. 

Samuel O. Dunn, editor, Railway Age, speaking at the 
railroad luncheon of the Cedar Rapids, Iowa, Chamber of 
Commerce, Wednesday, told of the importance of the railroads 
in the business life of communities such as Cedar Rapids. 
In the eight middle western states the railroad pay roll in 
1929 was $661,000,000 and their local purchases $339,000,000, 
he said. In Iowa alone wages and purchases in 1929 were 
$81,000,000, he added, that total falling to $43,000,000 in 1935. 
He said the question of whether or not the railroads were to 
continue under private ownership and operation depended on 
the results of that management in the next few years. 

“The public does not want government ownership,” he 
said, “and it will be avoided if the public will give the railways 
a fair opportunity to regain their earning capacity and credit 
under private management.” 

He spoke in a similar vein at a railroad luncheon of the 
Champaign, IIl., Chamber of Commerce Friday, stressing the 
fact that 140,000 were unemployed in Illinois in 1935 because 
of the decline in railroad business. “Such facts show that a 
restoration of the earning, employing and buying power of 
the railways is one of the principal essentials to full recovery 
of business in Illinois and the middle west,” he said. 


RAIL PENSIONS TO BE PAID 


The Traffic World Washington Bureau 


The Railroad Retirement Board in a statement issued for 
publication July 13 announced it had decided to certify pensions 
to be paid to retired railroad employes by the U. S. Treasury 
under the provisions of the railroad retirement act. 

This decision of the administration had been awaited since 
Justice Bailey, of the district court for the District of Columbia, 
held invalid the railroad taxing act—which he said was an in- 
separable part of a plan taking in also the railroad retirement 
or pension act—but did not hold invalid the retirement act 
as to the payment of pensions from the federal treasury. 

In deciding to proceed under the retirement act the Rail- 
road Retirement Board acted in accord with the government’s 
contention that the pension act and the taxing act, which pro- 
vided for taxes on the carriers and the employes, rest, respec- 
tively, on the power of Congress to appropriate money and to 
levy taxes. Had the board declined to certify the payment of 
pensions pending the outcome of the litigation involving the 
two acts it probably would have been contended by the oppo- 
sition that this was admission that the two acts were part of 
a single scheme to get around the decision of the Supreme 
Court of the United States that it is beyond the power of 
Congress to enact legislation providing for a compulsory pen- 
sion system on the railroads of the United States. 

The employes who will be paid pensions under certifica- 
tions now made have left the service of the railroads since 
August 29, 1935. They will not lose but gain by accepting the 
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pensions because they are permanently out of the service, it 
is stated. 

As to employes still in service, however, and who may wish 
to retire in accord with the terms of the pension act, the ques- 
tion will arise, if they retire and accept pensions, as to their 
status should the Supreme Court knock out also the pension 
act. Chairman Latimer, of the Railroad Retirement Board, 
said that that was a matter for settlement or agreement be- 
tween the employe and the carrier. He understood that in 
one instance an agreement had been reached that employes 
retiring would not lose their seniority rights if the pension act 
were held invalid. 

The retirement board has applications for pensions from 
approximately 4,000 employes who have left the service of the 
railroads since August 29, 1935, when the act was signed, and 
who are eligible for pensions. It has approximately 20,000 ap- 
plications from employes who wish to retire but have not re- 
tired. An employe must actually retire to qualify for a pension. 

New pension legislation probably will be drafted as the 
result of the litigation involving the present acts, according to 
officials of the retirement board. . 

Chairman Latimer said the board was working out an ar- 
rangement with the railroads whereby the latter would be 
paid for furnishing information called for by the board in order 
to certify pensions. Justice Bailey held the board could not 
obtain such information from the carriers at the carriers’ ex- 
ense. B 
4 The pensions certified by the retirement board will be paid 
out of an appropriation for $46,685,000 made for that purpose 
by the last session of Congress. The statement issued by the 

Railroad Retirement Board follows: 


SOCIAL INSURANCE BECOMES REALITY 
WITH MAILING OF CHECKS TODAY 


Railroad Retirement Annuities Forerunners of Similar Benefits 
to 30,000,000 Workers Under Social Security Program 


For the first time in America, a governmental system of old-age re- 
tirement annuities (for other than governmental employes) begins to 
function today—July 13—in the payment of annuities, when the United 
States Treasury, on certification of the Railroad Retirement Board, 
places the first checks for 18 recipients of such annuities in the mails. 

These checks to retired railroad workers represent, according to 
Murray W. Latimer, chairman of the Railroad Retirement Board, the 
first of a series of monthly payments to which under the railroad re- 
tirement act, the recipients will be entitled as long as they live. Some 
4,000 railroad workers are immediately eligible for such annuities; 
more than 20,000 other railroad workers have made application for 
these annuities. The Railroad Retirement Board is proceeding at top 
speed to secure the data necessary to certify to the United States Treas- 
ury annuity payments for all railroad workers who are eligible. 

Of the first 18 annuities certified to the United States Treasury by 
the Railroad Retirement Board, Mr. Latimer said the largest was $91.04 
per month and the smallest was $13.55—the others ranging from $40.00 
to $70.00 per month. The largest, $91.04, goes to Thomas Biddle Strain, 
510 West Locust Street, Johnson City, Tennessee. Mr. Strain, who re- 
cently celebrated his 73rd birthday, ; has worked on the railroads of 
America for 54 years. He was retired from employment on the East 
Tennessee and Western North Carolina Railroad on May 31 of this year. 
One of the eighteen was Mrs. Cora Miranda Jones, who retired in April 
of this year from her position as station agent of the Wichita North- 
western Railway at Iuka, Kansas. 

‘“‘The payments which are being made today have great historical 
significance not only to railroad workers but to workers of all sorts 
in America,’’ declared Mr. Latimer who, in addition to serving as chair- 
man of the Railroad Retirement Board, is director of the Social Se- 
curity Board’s bureau of federal old-age benefits, ‘‘because they fore- 
cast what is in store for 26,000,000 to 30,000,000 American working men 
and women for whom somewhat similar annuities begin to accrue on 
January 1, 1937, under the social security act.”’ 

Railroad retirement benefits are payable—as a matter of right and 
without relation to the financial position of the recipient—to railroad 
workers who on reaching the age of 65 retire from employment, or 
who retire after having been employed for 30 years or more on a rail- 
road and having attained the age of 50, or who have been retired by 
a railroad carrier for incapacity after thirty years of service. : 

The annuities paid today are based primarily on past service and 
wages. The one and one quarter million railroad workers now in serv- 
ice also have rights to receive annuities upon qualifying as above in- 
dicated and by continued service most of them are adding to the 
amounts which they will receive upon retirement. 

Mr. Latimer pointed out that while the United States District 
Court for the District of Columbia held the railroad tax act invalid, it 
expressly declined to declare the railroad retirement act unconstitu- 
tional. An appeal will probably be taken from this decision. 


EASTMAN AT THE WHITE HOUSE 


Joseph B. Eastman called at the White House July 10 to 
pay his respects as the late Coordinator, in accordance with the 
official etiquette to be observed on the expiration of a com- 
mission given by the President. Mr. Eastman’s commission as 
Federal Coordinator of Transportation expired by limitation 
with June 16 when Congress failed to extend the time of the 
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at PHILADELPHIA 


Largest operators in Philadelphia . . . 
warehouses . . . 2,100,000 square feet . . . located at all key 
centers ... each served by Pennsylvania R. R. sidings and 
other carriers. 

Modern steel-and-concrete construction with sprinkler 
systems. Low insurance rates. Every convenience for prompt 
and efficient handling of merchandise of all kinds . . . with 
special facilities for warehousing flour, dried fruits, canned 
goods, cereals, soaps, glycerine, wool, cotton, newsprints, 
furniture, hay, straw, feed and all classes of package freight. 
Liberal allowance on stored goods. 


MERCHANTS WAREHOUSE COMPANY 


10 Chestnut Street 
Philadelphia, Pa. 


H. B. Plummer, Traffic Manager 


eleven mammoth 


Warehouse receipts issued by one terminal can be 
deposited at any of the six offices, whereupon ship- 
ment can be immediately made. 


Centralized management, modern machinery and equipment 
insure a highly efficient, uniform service to vessels and cargo 
interests throughout the entire chain. All classes of bulk 
and package freight are handled with utmost economy and 
dispatch. Fireproof buildings and complete sprinkler sys- 
tems earn lowest insurance rates. Liberal allowances are 
made on stored goods. 

Vessel operators, shippers, importers and exporters are 
invited to inspect the various properties and analyze the 
methods employed. 

For complete information regarding facilities of our re- 
spective terminals and warehouses, tariffs, etc., address the 
office nearest you. 
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at NORFOLK 


One of the largest deep-water terminals on the Atlantic sea- 
board. Over a mile of dockage eliminates loading and un- 
loading delays. Eight railroads provide direct routing to 
any point. 4000 cars can be accommodated in the receiving, 
delivering and classification yards. Loading and unloading 
are completed under cover. Eight modern warehouses . . . 
2,200,000 square feet ... provide every convenience for the 
safe, prompt handling of merchandise of all kinds. An effi- 
cient organization assures capable management of ship- 
ments entrusted to our care. 


NORFOLK TIDEWATER TERMINALS 
Norfolk, Virginia 
James A. Moore, General Manager 
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RICHARD D. JONES 


Western Traffic Manager 
1646 Transportation Building 
Chicago, Ill. 
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BUFFALO 


at NEW YORK 


Right in the heart of the country’s biggest consumer market. 
Unexcelled shipping facilities . . . by rail, with five miles of 
private sidings . . . by water, with 1400-foot-long marginal 
wharf on 300-foot-wide government channel having mini- 
mum depth of 30 feet mean low water .. . by truck, Lincoln 
Highway and other main-road connections are nearby. 
Daily truck, rail and barge service to all points in area. 
330,000 square feet of storage space with sprinkler systems. 
Ten acres of land for open storage. The company also oper- 
ates two large, fireproof, sprinkler-protected warehouses in 
Brooklyn, one having direct-rail connection with Jay Street 
Terminal R. R., the other in Bay Ridge section specializing 
in commodity exchange merchandise. 
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at BOSTON 


On the Boston and Maine Railroad 


A total pier area of over 1,000,000 square feet, with 7106 
feet of dockage space and thirteen berths, assures prompt, 
economical cargo handling. Close to business and wholesale 
districts. Sprinkler-system protection. Lowest insurance 
rates. Also two modern grain elevators of 1,500,000-bushel 
capacity, two modern pneumatic suction machines for 
prompt discharge of grain, and coal-discharge plant with 
seven towers and up-to-date coal-storage bridge. All piers 
are served by the Boston and Maine R. R., with switching 
connections to other railroads. 


MYSTIC TERMINAL COMPANY 
85 Water Street (Charlestown District) 
Boston, Mass. 

L. J. Coughlin, Manager of Traffic 
D. J. Hurley, General Superintendent 


Ow the New Haven Railroad 


The New Haven deep-water Piers 1 and 4 are easily accessi- 
ble to downtown Boston warehouses and commercial dis- 
tricts. Berthing space, 2200 linear feet. Covered wharf and 


waterside storage, 220,000 square feet. Uncovered storage, 
63,000 square feet. Electric lifts. Tracks with forty-five-car 
capacity on piers. Supporting yards with capacity of 5650 
ears. Served by the New Haven Railroad, with direct con- 
nections to the Union Freight and other railroads. Facilities 
permit expeditious and economical handling of large gen- 
eral cargoes and bulk freight, including lumber. 


BOSTON TIDEWATER TERMINAL, INC, 


51 Sleeper Street 
Boston, Mass. 


L. J. Coughlin, General Manager 
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statute creating the office Mr. Eastman held in addition to that 
of member of the Interstate Commerce Commission. 

The question as to whether the Director of the Budget 
would make an allowance of funds to enable Mr. Eastman to 
finish reports not yet completed was still under consideration 
when the courtesy call was made. 


ENGINEERS AND GOVERNMENT OWNERSHIP 


The Brotherhood of Locomotive Engineers, in triennial con- 
vention at Cleveland, O., July 13, adopted a resolution in oppo- 
sition to government ownership of the railroads. According 
to George W. Laughlin, assistant grand chief, who spoke in 
favor of the resolution, the taking over of the railroads by 
the government would mean consolidations and the abandon- 
ment of much rail mileage. He said also it would make it 
necessary for labor to carry on negotiations as to working con- 
ditions and wages with Congress or some other government 
agency, a prospect organized labor would not welcome. 


UNION PACIFIC RESEARCH BUREAU 


The Union Pacific has established a research bureau at 
Omaha, Neb. Otto Jabelmann, assistant general superintend- 
ent of motive power and machinery, has been appointed head 
of the new department. According to W. M. Jeffers, executive 
vice-president, the establishment of the new bureau was neces- 
sitated by the numerous scientific and mechanical problems 
arising from the development of new freight and passenger 
services, including light-weigh, high-speed streamline trains. 
The idea of combining all of the Union Pacific’s research work 
in one department was advanced by W. A. Harriman, chairman 
of the board, Mr. Jeffers said. All men on the system now 
working on research will be assigned to the new bureau and 
additional mechanical, electrical and metallurgical experts will 
be added to the staff. Mr. Jabelmann has been with the Union 
Pacific thirty years. He is the designer of the railroad’s stream- 
liner City of Denver and the inventor and designer of new 
trucks and other mechanical appliances. 


RAIL OPERATING AVERAGES 


The Commission has issued a comparative statement of 
operating averages of Class I steam railways in the United 
States, prepared by its Bureau of Statistics for 1934 and 1935. 
The statement is No. 36200 and is the fourteenth in the series. 
The data in the statement relate only to individual railways, 
says the bureau in an explanatory statement. Totals and aver- 
ages for regions and districts, the statement adds, will be in- 
cluded in the forty-ninth annual report on the Statistics of 
Railways in the United States, 1935. 


RAILROAD EMPLOYMENT 


A compilation made by the Commission’s Bureau of Sta- 
tistics as to the number of employes at the middle of June of 
Class I steam railways, excluding switching and terminal com- 
panies, shows that the number of employes then was 1,076,860, 
an increase of .£83 per cent over May and 6.10 per cent over 
June, 1935. 

Executives, officials, and staff assistants numbered 12,012, 
an increase of 0.40 per cent over May and 0.65 per cent over 
June, 1935; professional, clerical and general employes num- 
bered 166,694, an increase of .65 per cent over May and 2.09 
per cent over June a year ago; maintenance of way and struc- 
tures employes numbered 244,829, an increase of 3.67 per cent 
over May and 7.01 per cent over a year ago; maintenance of 
equipment and stores employes totaled 295,640, a decrease of 
.09 under May but an increase of 9 per cent over June, 1935; 
transportation (other than train, engine and yard) employes 
numbered 126,752, an increase of 1.34 per cent over May and 
2.76 per cent over May, 1935; transportation (yardmasters, 
switchtenders and hostlers) employes numbered 12,565, an in- 
crease of .47 per cent over May and 3.05 per cent over June, 
1935; and transportation (train and engine service) employes 
totaled 218,368, a decrease of 1.07 per cent under May but an 
increase of 6.93 per cent over June, 1935. 





MIDWEST ADVISORY BOARD 


Carloadings in the area covered by the Midwest Shippers’ 
Advisory Board will increase 10.9 per cent in the third quar- 
ter of 1936 over the same period in 1935, according to reports 
of commodity committees made at the meeting of the board at 
Green Bay, Wis., July 9. Heavy increases were predicted on 
salt, 50 per cent; ore and concentrates and brick and clay 
products, 30 per cent each; lime and plaster, 25 per cent, and 
grain and live stock, 20 per cent each. A 55.8 per cent de- 
crease was forecast on fresh fruits ofher than citrus, and a 
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10 per cent decrease each on agricultural implements and fresh 
vegetables other than potatoes. 

About 250 attended the meeting. Ernest Mahler, executive 
vice-president, Kimberly Clark Company, Neenah, Wis., spoke 
on the importance of the paper industry to industry generally 
and the part played by transportation in the carrying on of 
paper manufacture and distribution. J. M. Symes, vice-presi- 
dent, operations and maintenance, Association of American 
Railroads, outlined general transportation conditions. He said 
railroads were adding new equipment and repairing old equip- 
ment and that there would be no difficulty in handling promptly 
the expected peak fall freight load. 

There was considerable discussion of freight claim pre- 
vention matters and restrictive railroad legislation. The board 
decided to assist railroads in legislative matters where there 
was no conflict of views between shipper and railroad. 

It was voted to hold the next meeting of the board at 
Rockford, Ill., October 8. 


MARSHALLTOWN TO HOLD RAILROAD PICNIC 

The city of Marshalltown, Ia., will hold a “railroad picnic” 
at the Elmwood Country Club August 6. Business interests 
of the city have joined in the affair and an invitation has been 
extended to all railroad men to attend. There will be golf, 
tennis, and other sports. Luncheon and dinner will be served. 
S. O. Lampman, traffic manager, Western Grocer Company, 
and chairman of the traffic committee of the Marshalltown 
Chamber of Commerce, is chairman of the committee in charge. 


CLEARING CARLOADINGS UP 
Carloadings in the Clearing Industrial District, Chicago, 
were 19.75 per cent higher in the second quarter of 1936 than 
they were in the second quarter of 1935, according to a state- 
ment issued at the offices of the district. For the first half of 
1936 36,780 cars were loaded in the district, as compared with 
29,252 loaded in the first half of 1935, a gain of 25.7 per cent. 


SHIPMENT OF BIG CASTING 





An unusual and difficult job of rail transportation is shown 
in the accompanying illustration. The casting was shipped 
from the foundry of the Standard Steel Works Company 
at Burnham, Pa., to the Baldwin-Southwark Corporation, at 
Eddystone, Pa. Because of care needed in transportation and 
required special handling, the shipment was en route between 
these two points for a full week. 

The weight of the casting was 63,334 pounds, its outside 
diameter 18 feet 1 inch, and its thickness 2 feet 8 inches. Loaded 
diagonally the top of the casting was 17 feet 8 inches above the 
top of the rail. The bottom cleared the rail by 5% inches. In 
addition to the weight of the casting, the weight of blocking 
material, ballast, rods and braces, brought the gross weight 
on the car up to 81,386 pounds. It moved via the Pennsyl- 
vania Railroad. 

After machine work on the casting is finished at Eddy- 
stone, it will be shipped to Boulder City, Nev., via the Penn- 
sylvania to Hobart, Ind.; Elgin, Joliet and Eastern to Roundout, 
Ill.; C..M. St. P. & P. to Omaha, Neb., and Union Pacific to 
Boulder City. 
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MARITIME COMMISSION 


The Traffic World Washington Bureau 


Announcement by President Roosevelt that he would have 
no appointments to announce until his return to Washington 
from a vacation (see Traffic World, July 11) means that the 
new United States Maritime Commission, created by the mer- 
chant marine act of 1936, will not begin to function at least 
until early in September. 

If the appointments of at least three of the five members 
of the new commission are not made by the President until he 
returns to Washington from his present vacation trip probably 
the early part of August, the act will not become effective 
until 30 days after a majority of the members have taken the 
oath of office. 

The President is understood to be making inquiries as to 
qualified persons for appointment to the new commission. The 
delay in appointing the members shortens the period within 
which adjustment of existing ocean mail contracts may be 
made. The act provides that no such contracts shall be con- 
tinued in effect after June 30, 1937. It is provided that, within 
90 days after the passage of the act, the holder of any mail 
contract may file an application with the commission to adjust 
and settle all the rights of the parties under such contract and 
to substitute in whole or in part therefor a contract or contracts 
authorized in the subsidy act providing for construction and 
operating ship subsidies. The act was signed by the President 
June 29. Thus applications for adjustment of existing ocean 
mail contracts must be filed within 90 days of that date with the 
commission. It now appears that the commission will not be 
functioning probably until early in September.. Ocean mail 
contractors, however, it is pointed out, may be preparing their 
applications and have them ready for filing as soon as there 
is a commission to receive them. 


OCEAN SHIPPING NEWS 


The Traffic World New York Bureau 


Business in the full cargo trades was quiet last week. 
Freight rates showed no change, demand for tonnage was light 
and tonnage available for prompt loading continued scarce. 

Among the grain fixtures reported was a steamer for 29,000 
quarters from the St. Lawrence to Antwerp-Rotterdam/U. K., 
including Sharpness, on the basis of 2s for loading the last half 
of July. A vessel of 2,586 net tons was fixed from Montreal to 
picked ports U. K./Antwerp-Rotterdam at 2s for last half of 
July loading and a similar fixture of a 2,816 net ton steamer 
was consummated at the same rate for late July-early August. 

Transatlantic sugar fixtures included a steamer of 1,344 net 
from Cuba to Bordeaux at 18s for August loading; one of 3,192 
net from Cuba to U. K.-Continent at 13s 9d with option for 
Santo Domingo loading at 12s 9d for July; a 2,883 net ton 
motorship from Cuba to U. K.-Continent at 13s 6d or 13s 9d 
for late July and a steamer of 2,468 net on the same basis for 
first half of August loading. 

There was little activity in the time charter trades and the 
scattered charters were confined entirely to the West Indies 
and Canadian trades. 

Export coal fixtures included a steamer of 1,924 net from 
Hampton Roads to Havana for prompt loading and the reported 
fixture of a British steamer for Rio de Janeiro at or about 11s 
6d with option for Santos at 6d extra, for early August. 

Several scrap iron fixtures developed, among them five 
vessels from the Atlantic range to the Far East, all on f. i. o. 
basis. Three were for August loading at 14s, steamers of 2,290 
net, 3,622 net and 3,492 net; one a 2,152 net ton steamer at 
14s 3d for August and one of 3,150 net at 13s for July. 

In the tanker’s trade a 9,000 ton clean cargo was fixed from 
the Gulf to U. K.-Continent on the basis of 14s 3d for August 
loading. 

There was one general cargo fixture from the Pacific Coast, 
a steamer for 495,000 bale feet from British Columbia to three 
ports in Japan, done on lump sum basis at £4,750 f. i. o. for 
August-September loading. 


Carriage of Goods at Sea 


The attention of shippers is directed by William H. Chand- 
ler, traffic manager of the Merchants’ Association of New York, 
to provisions for collection of loss and damage claims in the 


carriage of goods at sea act, which became effective July 15. 

Section 6, Mr. Chandler says, provides that, “unless notice 
of loss or damage and the general nature of such loss or damage 
be given in writing to the carrier or his agent at port of dis- 
charge before or at the time of removal of the goods, such 
removal shall be prima facie evidence of delivery by the carrier 
of the goods as described in the bill of lading. 

“If the loss or damage is not apparent, notice must be 
given within three days of delivery. 

“Where the goods are obviously in a damaged condition, 
the character of the damage should be endorsed on the delivery 
receipt, in which case that will be adequate notice, but the 
character of damage should be as definite as possible in order 
to avoid any controversy under this section of the act. The law 
provides that the notice in writing need not be given if the state 
of the goods at the time of their receipt were the subject of 
joint survey and inspection. The failure to note damage at 
time of delivery or to give notice within three days will not 
operate against the owner or consignee bringing suit within one 
year after delivery or after the goods should have been deliv- 
ered, but the burden of proof in such cases will be on the 
claimant. 

“This law also provides that the carrier shall not become 
liable for any loss or damage to goods in an amount exceeding 
$500 per package, lawful money of the United States, or in case 
of goods not shipped in packages, per customary freight unit, 
unless the nature and value of such goods have been declared 
by the shipper before shipment and inserted in the bill of 
lading. In no event would the carrier be liable for more than 
the damage actually sustained.” 

Victor J. Sudman, president of the Black Diamond Steam- 
ship Corporation, confirmed reports from abroad that an arbi- 
tration board in Belgium had awarded heavy damages to his 
company from the Arnold Bernstein Line for alleged violation 
by the latter of a conference agreement. Mr. Sudman would 
not discuss the details of the award, which was reported to 
range between $400,000 and $1,000,000. 

The board’s decision was based on the charge that Arnold 
Bernstein, German ship operator, had violated an agreement 
with member lines of the North Atlantic Continental Freight 
Conference binding him to limit carryings of his line to unboxed 
automobiles in return for a share of the pool earnings of the 
lines in the New York-Antwerp-Rotterdam trade. Mr. Bern- 
stein purchased the Red Star Line in 1934 and this line engaged 
in the general cargo trade. It was the contention of the other 
conference lines that the Red Star and Arnold Bernstein Lines 
were really one and the same. 

Mr. Sudman said that the action of the Department of 
Commerce this week in ordering cancellation of Modification 
No. 3, of the conference agreement, showed that the depart- 


ment upheld the principle of conference lines respecting each 
other’s ports. 


OCEAN CONFERENCE TROUBLE 


Secretary of Commerce Roper, in No. 412, in the matter 
of modification No. 3 of North Atlantic continental freight con- 
ference agreement (U. S. S. B. B. agreement No. 4490-3), in © 
which the American Diamond Lines {Black Diamond) requested 
cancellation of modification No. 3, has found that the eastbound 
agreement involved in the proceeding, without the compensating 
advantages contemplated by a proposed westbound agreement, 
which was not executed, is unjustly discriminatory and unfair : 
as between carriers, and detrimental to the commerce.of the 
United States. Cancellation of agreement No. 4490-3 has been 
ordered. 

This case had to do with an agreement entered into by 
Black Diamond, Lloyd Royal, Arnold Bernstein, Holland- 
America, and other carriers. Black Diamond serves Antwerp 
and Rotterdam by direct call. Lloyd Royal and Arnold Bern- 
stein serve Antwerp by direct call, and Holland-America serves 
Rotterdam by direct call. Shipments destined to other than 
ports of direct call move beyond the transhipment port at the 
rates to such ports plus the transhipment rate, except that under 
the terms of the agreement here under consideration Arnold 
Bernstein was permitted to tranship unboxed automobiles and 
related cargo at Antwerp to Rotterdam and Amsterdam and 
absorb the transhipping costs. The agreement permitting this 
absorption by Arnold Bernstein was entered into by Black Dia- 
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mond and Lloyd Royal in the belief and on the apparent prom- 
ise of the other lines, including Holland America, that a new 
westbound agreement would be executed allocating ports. Be- 
cause of the failure of the lines to agree to include the handling 
of grain in the proposed allocation of ports agreement, Holland- 
America later refused to sign the proposed westbound agree- 
ment. The eastbound agreement here in issue contains no com- 
pensating advantages to Black Diamond or Lloyd Royal to offset 
the transhipment advantages given Arnold Bernstein, and the 
advantages resulting from it to Holland-America due to the 
fact that Arnold Bernstein because of this privilege has discon- 
tinued direct calis to Rotterdom. (See Traffic World, May 30, 
p. 1064.) 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Department of Commerce on freight agreements filed pursuant 
to the provisions of section 15 of the shipping act, 1916, as 
amended: 

Agreements Approved 


Conference agreement 134-B recording agreement of the member 
lines of the Gulf/French Atlantic Hamburg Range Freight Conference 
to observe at minima Gulf Mediterranean Ports Conference tariff rates 
on cargo from Gulf ports to the Mediterranean ports transhipped at 
Continental European ports in the Bordeaux-Hamburg Range. 


Agreements Canceled 


2265 between American-Hawaiian Steamship Company and Barber 
Steamship Lines, Inc., providing for the transportation of cargo under 
through bills of lading from United States Atlantic Coast ports to Ma- 
nila, China, and Japan, with transhipment at Los Angeles Harbor or 
San Francisco. 

2541 between Williams Steamship Corporation and Barber Steam- 
ship Lines, Inc., providing for the transportation of cargo under 
through bills of lading from the East Coast of the United States to 
China, Japan, and the Philippine Islands, with transhipment at San 
Francisco or Los Angeles Harbor. 

2778 between The East Asiatic Co., Ltd., and Calmar Steamship 
Corporation providing for the transportation of cargo under through 
bills of lading from Shanghai, Hongkong, and the Philippine Islands, 
to New York, Philadelphia, and Baltimore, with transhipment at Los 
Angeles Harbor, San Francisco, or Seattle. 


INTERCOASTAL LUMBER INQUIRY 


An investigation was instituted July 13 by Secretary of 
Commerce Roper in No. 418, in the matter of services, charges, 
and practices of carriers engaged in the eastbound transpor- 
tation of lumber and related articles by way of the Panama 
Canal. Violation by carriers in this trade of sections 16 and 
18, of the shipping act, and the intercoastal act of 1933 is 
alleged as to charges and practices. 

This proceeding and No. 416, eastbound intercoastal lum- 
ber, has been set for hearing in Seattle, Wash., August 12, No. 
416 to be heard first. H. S. Brown, chief of the division of 
regulation of the Shipping Board Bureau, said a proposed 
report would be issued in No. 418. ; 

Secretary Roper in his order said it appeared the carriers 
were doing the following in violation of the shipping laws: 


(a) perform services at ports of origin and/or destination and (1) 
collect charges for such services in addition to their line-haul rates in 
instances where such services are included in and covered by their line- 


haul transportation rates or (2) perform services without charge in in-’ 


stances where such services are not included in or covered by their 
line-haul rates; 

(b) make allowances to shippers, consignees or owners of freight 
thereby performing for such shippers, consignees or owners transpor- 
tation at less than the rates and charges published and filed with the 
Department of Commerce; 

(c) enter into contracts with shippers, consignees or owners of 
freight, or stevedores, wharfingers, drayage companies, or others under 
which shippers, consignees or owners receive advantages, either in serv- 
ices or charges; and 

(d) maintain in rules and regulations provisions under which ship- 
pers, consignees or owners receive advantages, either in services or 
charges. 


LABOR AND SHIPPING 


The National Labor Relations Board has certified that the 
American Radio Telegraphers’ Association, Local No. 5, is the 
representative of radio telegraphers employed on ships of Lykes 
Bros. Steamship Company and affiliated concerns and has 
ordered elections to determine representation of deck and 
engine-room officers. 

The Clyde-Mallory Lines, a division of Agwilines, Inc., New 
York City, discharged seven negro dock hands at its Tampa 
piers because they were active in union organization, the Na- 
tional Labor Relations Board declares in a decision finding the 
company has engaged in unfair labor practices contrary to the 
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act. It is also held that the company, after discharging the 
union leaders, participated with other members of the Maritime 
Association of the Port of Tampa in sham collecting bargain 
conferences which “served as a solemn toga to cloak the com- 
pany’s unwillingness to enter into genuine negotiations.” 
Espionage over worker meetings is also charged. The board has 
ordered the shipping company to restore the seven workers to 
their former positions with back pay, and to recognize Local 
1402 of the International Longshoremen’s Association as rep- 
resenting their employes for the purposes of collective bar- 
gaining. 


NELIO RESIN RATES 
Complainant in No. 323, W. S. Lining & Co. vs. Strachan 
Shipping Co. et al., involving rates on nelio resin from Jackson- 
ville, Fla., to Hamburg, Germany, has asked the Department of 
Commerce to dismiss the complaint without prejudice. 


ACTION IN SHIPPING BUREAU CASES 


On request of complainants the Secretary of Commerce has 
discontinued proceedings in No. 185, Richmond (Calif.) Chamber 
of Commerce vs. Blue Star Lines, Inc., et al., and No. 187, Parr- 
Richmond Terminal Corporation, Ltd., vs. Blue Star Line, Inc., 
et al. These cases involved alleged discrimination against the 
port of Richmond, Calif., as to service and rates. 

In No. 410, Aggeler & Musser Seed Co. et al. vs. A. F. 
Klaveness & Co., A. S., et al., the complaint has been dismissed 
as to the American West African Lines, Inc., on motion of 
complainants. 


SPLIT DELIVERY ON LINOLEUM, ETC. 


Examiner C. W. Robinson, of the Shipping Board Bureau, 
Department of Commerce, in a proposed report in No. 201, The 
Paraffine Companies, Inc., vs. American-Hawaiian Steamship 
Co. et al., has recommended dismissal on the ground that de- 
fendants’ failure to provide split delivery service on eastbound 
intercoastal shipments of feltbase rugs, feltbase carpeting, lino- 
leum, and accessory commodities had not been shown to be 
unduly preferential or prejudicial or unjust and unreasonable. 
The complaint alleged that refusal of defendants to provide the 
service at Atlantic coast ports while doing so at Pacific coast 
ports violated sections 16 and 18 of the shipping act, 1916, but 
the examiner found a case had not been made to support the 
allegations. 


SHIPPING BUREAU HEARING 


Hearing in No. 415, intercoastal schedules of Robert W. 
Malone (American Tankers Corporation), will be held July 29 
in New York City before Examiner J. A. Russell. A proposed 
report will be issued. 


SCHELL FLEET HEAD 


Secretary of Commerce Roper has announced that on the 
recommendation of J. C. Peacock, director of the Shipping 
Board Bureau, who has also been serving as president of the 
Merchant Fleet Corporation, S. D. Schell, vice-president of the 
corporation, has been elected its president “in recognition of his 
many years of extremely capable services since he entered its 
employ in 1919, and in order that the director may devote his 
entire time to preparation for turning over the work of the 
Bureau to the new Maritime Commission created under the 
merchant marine act, 1936.” When organized, the new com- 
mission will take over the functions of the Fleet Corporation. 


TENNESSEE BUS SERVICE 


Additional bus service between Murphy, N. C., and Knox- 
ville, Tenn., in the opinion of motor joint board No. 8, com- 
posed of W. H. Turner of Tennessee and R. O. Self of North 
Carolina, is not needed, hence they have recommended, in No. 
BMC 50007, common carrier application of Clarence L. Davis, 
the denial by the Commission of a certificate permitting Davis 
to operate between those points under the trade name of Semi- 
State Coach Line. The board found that the present facilities 
between Murphy and Knoxville or between Topton and Knox- 
ville were adequate and that the business that would originate 
between Topton and Calderwood would not be sufficient to 
cover the cost of the proposed operation. 

In accordance with the practice of the Commission a notice 
to the parties says that exceptions, if any, must be filed with 
the Commission and served on all other parties in interest 
within 20 days from July 16, the date of the service of the pro- 
posed report; otherwise at the expiration of that period a sug- 
gested order will become the order of the Commission and will 
become effective unless exceptions have been seasonably filed 
by other parties, or the order has been stayed or postponed 
by the Commission. 
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PICK-UP AND DELIVERY 


The Traffic World Washington Bureau 


The Commission has vacated and set aside its order in I. 
and S. No. 4191, pick-up and delivery in Official Territory so 
far as tariffs of the Chicago Junction Railway, the Chicago 
River & Indiana Railroad Co., and the Indiana Harbor Belt 
Railroad Co. are concerned. Vacation of the order places them 
on an equality with the Baltimore & Ohio Terminal, the Belt 
Railway of Chicago, Illinois Northern, Manufacturers’ Junction 
Railway and the Chicago Warehouse & Terminal Co. 

The terminal companies mentioned deliver less-than-carload 
and any-quantity freight for western and southern carriers 
having free pick-up and delivery service, acting as delivering 
lines for them. The three for the benefit of which the suspen- 
sion order was lifted, have not been able to compete with the 
other terminal lines. 

This lifting of the order of suspension was on petition of the 
three railroads. They pointed out that the suspension of their 
tariffs created a situation within the Chicago switching district 
whereby they were the only switching carriers operating within 
that district which could not perform free pick-up and deliv- 
ery service on less-than-carload or any-quantity basis freight. 
That was a situation, the petition said, under which the three 
had suffered and would continue to suffer an enormous loss of 
traffic to their competitors including traffic shipped from or 
destined to industries directly served by them. 

Their petition was supported by the Chicago Association 
of Commerce. It said it felt that all switching lines in the 
Chicago district should establish store-door pick-up and/or 
delivery service. 


CHICAGO-TWIN CITIES RATE SLASH 
The Traffic World Washington Bureau 


With a view to starting their competition with the Keeshin- 
Chicago Great Western truck-on-flat-car service with the least 
delay, railroads having lines between Chicago and the Twin 
Cities this week made an effort by sixth section permission, 
which was not granted, to have their tariff setting up that 
competition made operative on one day’s notice. They asked 
for permission to make the rates effective then instead of as 
nearly August 15 as possible as first proposed. (See Traffic 
World, July 11, p. 87.) Later, August 10 was the day selected 
for making the proposed reduced rate effective that date being 
shown in supplement No. 1 to Kipp’s I. C. C. No. A-2707. 


In their effort to get a quick start the carriers asked the 
Commission, in Kipp’s sixth section application No. 1230, for 
permission to publish their all-commodity tariff, one one day’s 
notice. That application was denied July 13. The denial, so 
far as assignment of any real reason is concerned, is purely 
formal. It is that “no such showing of special or unusual condi- 
tions being made, as would warrant the Commission in granting 
the exemption desired.” The exemption desired was from the 
statutory requirement that changes in rates be made on thirty 
days’ notice. 


The tariff which the railroads desired to make operative 
with the least possible delay carried an all-commodity rate of 
35 cents to displace an all-commodity rate of 55 cents with the 
interested railroads established before the Keeshin-Great West- 
ern tariff, suspended in I. and S. No. 4186, was filed. The Com- 
mission found that tariff justified. 

It was now the desire of the carriers, said the application, 
to establish the proposed adjustment as outlined in supple- 
ment No. 1 to the tariff mentioned with the least possible delay 
so as to reduce the time in which they would be at a disad- 
vantage in undertaking to compete with the Keeshin-Chicago 
Great Western rates of $42.50, a loaded flat car and $21.25 for 
empty trailers or trucks on flat cars, returned. 

The carriers parties to this Kipp tariff, the petition pointed 
out, did not have the character of equipment of the special 
terminal facilities used in the Keeshin’s-Chicago Great Western 
service. Therefore, they said it was necessary in order to 
prevent the loss of considerable traffic and revenue on freight 
now moving in box cars over their lines to provide a basis 
which would substantially meet the reduced rates and charges 
applicable via the Chicago Great Western. 

The Chicago Great Western tariff, the application pointed 
out, applied only from and to team tracks of that line, requir- 
ing a truck haul between their team tracks and points of 
receipt and delivery of the freight. This, together with the 
varying rates by the 100 pounds, created, the petition said, a 
rather indefinite basis of charges as between shippers. At least 
partially to meet the situation the carriers, for whose account 
this schedule was filed, were of the opinion and were convinced 
a rate on “all freight” of 35 cents a hundred pounds was 
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necessary, subject to the same provisions as were now applic- 
able in connection with the “all freight” rate of 55 cents, mini- 
mum 40,000 pounds, the application said. 

“This rate,” said the petition, “does not include pick-up 
and delivery service but will be applicable from and to team 
tracks and industry tracks of the rail lines. It does not wholly 
meet the competitive situation set up by the Chicago Great 
Western tariff, but it is hoped it will equalize it to a great 
extent. The 35 cent rate for cars 40 feet 6 inches and under 
in length produces minimum car earnings of $105 per car, 
and for cars exceeding 40 feet 6 inches in length $140 per 
car. Loading in excess of 30,000 and 40,000 pounds will, of 
course, increase the revenue per car which should be con- 
trasted with the $85 per car charge of the Chicago Great 
Western railroad when 40,000 pounds are loaded and $105 per 
car for any load in excess of 40,000 pounds.” 


Motor-Rail Tariff Suspended 


The Commission, July 10 suspended, in I. and S. No. 4219, 
motor-rail-motor traffic in east and mid-west (2), Slater’s 
IL. C. C. No. 1 MFI. C. C. 167, dated to be effective July 12, from 
July 10 to October 10. The suspended schedules contain joint 
motor-rail rates applicable on trucks or trailers loaded on 
freight cars similar to those provided in tariffs under sus- 
pension in I. and S. No. 4210, motor-rail-motor traffic in east 
and mid-west. The rates are stated to apply between northern 
Illinois, southeastern Wisconsin and Indiana, on the one hand, 
and eastern Minnesota and western Wisconsin, on the other, 
with the Chicago Great Western as the “bridge” line for the 
sixteen motor carriers parties to the tariff (see Traffic World, 
July 11, p. 87). 

Some difficulty was experienced in giving a number and 
title to this investigation and suspension proceeding. At first 
it was expected it would be called No. 4219, motor-rail-motor 
traffic in east and mid-west. Later, on account of the issue 
being the same as that in I. and S. No. 4210, it was thought 
it should be called I. and S. No. 4210 (2). Finally, however, 
it was given the title and numbers hereinbefore set forth. Al- 
though the suspension order was voted by division 2, the one 
that has jurisdiction over railroad tariff suspension matters 
under the power of suspension exercised in the old part of 
the interstate commerce act, the period of suspension chosen 
was ninety days, as provided in the motor vehicle part of 
the interstate commerce act, instead of the seven months 
allowed under the old part of the act. 

Opposition to the effort of the lines between Chicago and 
Twin Cities, other than Chicago Great Western, to meet the 
competition of the Keeshin-Chicago Great Western trailer on 
flat-car rate, was begun by Harry F. Chaddick, chairman, of 
the Illinois-Minnesota Motor Carriers’ Conference, who sent a 
wire to the Commission as follows: 


The Illinois-Minnesota Motor Carriers’ Conference, consisting of 
sixteen motor common carriers operating between Chicago, Minneapolis, 
and St. Paul wish to file a formal protest against Agent Kipp’s I. C. C. 
No. A-2707, supplement No. 1, effective August 10, 1936, item 128 nam- 
ing rates on freight all commodities between Chicago, Ill., and Min- 
neapolis, St. Paul, Minn., minimum weight 30,000 pounds, 35 cents. 
The Illinois-Minnesota Motor Carriers’ Conference, through Harry Slater, 
agent of Central Motor Freight Association have on file in their tariff, 
MF-I. C. C. No. 23, item 1195, a forty-six cent rate, minimum 20,000 
pounds from Chicago to Minneapolis-St. Paul, Minn.; forty-one cents 
from Minneapolis-St.. Pawl to Chicago. This rate is being increased 
fifty cents to Minneapolis-St. Paul, forty-five cents from Minneapolis- 
St. Paul with next supplement, effective August 20. 


COLLECTION OF MOTOR CHARGES 


Secretary McGinty, of the Commission, has issued a notice 
to all common carriers by motor vehicle subject to section 223 
of the motor carrier act advising that the Commission, division 
5, by order, has amended its order of March 17, 1936, “so as 
to authorize the extension of credit in the collection of rates 
and charges due and owing at the time of delivery or relin- 
quishment of property at destination for a maximum period 
of fifteen days instead of thirty days as formerly authorized 
by its order of March 17, 1936.” Continuing, the notice reads: 


This action was taken as the result of many complaints that the 
maximum credit period of thirty days was too great and not in the 
public interest. 

Attention is again directed to the fact that common carriers are 
not required to extend credit. Under the provisions of section 223 of 
the motor carrier act, a common carrier may not deliver or relinquish 
possession at destination of any property transported by it in interstate 
or foreign commerce until all tariff rates and charges have been paid, 
except as authorized by the Commission's order of March 17, 1936, as 
amended by the order of July 8, 1936. If credit is extended, the car- 
rier must take precautions necessary to assure payment of the freight 
charges during the credit period, such as obtaining surety bonds and 
examination of shipper’s credit rating. 
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If credit is extended by a carrier for a certain period not exceed- 
ing fifteen days to any receiver of property transported, it must extend 
credit for the same period of time to all other receivers of property who 
have a similar credit standing or who give similar assurance that the 
transportation charges will be paid during the credit period. 


The Commission, by division 5, by order, has instituted an 
investigation, Ex Parte No. BMC 1, to determine rules and regu- 
lations necessary in the public interest to govern the extension 
of credit in the settlement of rates and charges by common 
and contract carriers of property by motor vehicle. All com- 
mon and contract carriers by motor vehicle in interstate or 
foreign commerce are made respondents to this proceeding. 

At the same time the Commission instituted the investiga- 
tion it referred the matter for hearing to W. A. Hill, chief of 
the section of complaints in the Bureau of Motor Carriers. 
Mr. Hill is to recommend an appropriate order, together with 
reasons therefor. The case has been set for hearing before 
Mr. Hill as follows: 

New York, N. Y., Hotel Pennsylvania, October 5, 1936. 

Atlanta, Ga., Atlanta-Biltmore Hotel, October 13, 1936. 

Dallas, Tex., Hotel Baker, October 20, 1936. 

San Fracnisco, Calif., Room 237, Merchants Exchange, October 
26, 1936. 

Portland, Oreg., Portland Hotel, October 30, 1936. 

Denver, Colo., Public Utilities Commission, November 5, 1936. 

Chicago, Ill., Hotel Sherman, November 11, 1936. 


MOTOR TARIFF BUREAU ELECTS 


Earl Cannon, agent, Wisconsin Motor Carriers’ Bureau, 
Madison, Wis., was elected chairman of the executive commit- 
tee of the Central States Motor Freight Bureau at an organi- 
zation meeting held at the Stevens Hotel July 14. Other 
officers named include: Vice-chairman, A. E. Sicilia, chief, rates 
and tariffs bureau, Keeshin Transcontinental Freight Lines, 
Chicago; secretary, J. B. Godfrey, agent, Motor Carriers’ Cen- 
tral Freight Association, Detroit; treasurer, Harry Moag, chair- 
man, Ohio Motor Freight Tariff Bureau, Columbus; members 
of the executive committee: Don Smith, Motor Carriers’ Freight 
Association, Detroit; Merle Denney, Southern Motor Freight 
Association, Louisville; Morgan Wheeler, Wisconsin Motor Car- 
riers’ Bureau, Madison; Robert J. McBride, Central Motor 
Freight Association, Chicago; Glenn R. Ward, Ohio Motor 
Freight Tariff Bureau, Columbus; E. E. Mills, Indiana Motor 
Rate and Tariff Bureau, Indianapolis; George R. Wood, Missis- 
sippi Valley Motor Freight Bureau, St. Louis; William Shafer, 
Pennsylvania Motor Rate and Tariff Bureau, Pittsburgh. 

Members of the board of directors of the Central bureau, 
to the number of 27, representing all of the nine bureaus co- 
operating, were present. Chester G. Moore, executive director, 
Central Motor Freight Association, selected to be manager of 
the bureau, reported that quarters had been rented at 910 S. 
Michigan Avenue, Chicago, and that work on the selection of 
bureau personnel had already begun. W. L. Meyers, will be 
publishing agent, and C. L. Lawson will be head of the stand- 
ing rate committee. 

Immediately after its election, the executive committee 
went into session to discuss the personnel of various commit- 
tees and details as to tariff publication, individual bureau in- 
formation interchange, and the setting up of machinery for 
entertaining rate proposals and for holding hearings and mak- 
ing decisions on such proposals. Mr. Moore was instructed to 
work out details and to submit them at the next meeting of 
the executive committee, which will be held at the Stevens 
Hotel, Chicago, July 22. 


INSURANCE TARIFF PROTESTED 


The Mid-Western Motor Freight Tariff Bureau, Inc., has 
asked the commission to suspend Supplement No. 3 to tariff 
MC I. C. C. No. 3 of R. B. Osborn, doing business as Osborn 
Truck Line, dated to be effective July 25, an account of a 
provision, which is a novel one in any tariff, as follows: 

Insurance Allowance (New Item). Carrier reserves the right to re- 
quest shippers to procure for carrier’s account insurance upon cargo 
handled. In such cases the actual out of pocket cost of such insurance, 
if paid by the shipper, shall constitute a credit against the total charges 
accruing at the rates named herein. 


That stipulation, says the request for suspension, is in viola- 
tion of paragraph “D” of section 216 of the motor carrier act, 
in that it places in the hands of the carriers the right to grant 
to some shippers the preference of allowing them to provide 
their own cargo insurance while denying the same privilege 
to other shippers. 

“The granting of the right to one shipper to carry his own 
cargo insurance or provide same while denying same to another 
shipper,” says the request for suspension, “will result in undue 
and unreasonable preference to certain shippers and undue and 
unreasonable prejudice to other shippers. Specific attention is 
called to the fact that if cargo insurance rates were the same 
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for all there would be no cause for such stipulation or tariff 
publication. It is, therefore, prima facie evidence that some 
monetary considerations must be herein considered in granting 
to certain shippers the right to carry their own insurance or 
denying them the right to do so or else the motor carrier herein 
complained of would not be endeavoring to publish such pro- 
vision and stipulation in their tariff. It is a well known fact 
that insurance and cargo rates vary markedly and some ship- 
pers are able to obtain lower rates than others. Certain motor 
carrier lines now are enabled to obtain lower cargo insurance 
rates than others and the provision complained of herein will 
enable the large and powerful shipper to obtain lower insur- 
ance rates than the smaller and weak shipper and the obtain- 
ing of lower insurance rates will result in lower freight rates 
and it is not the intention of the motor carrier act to encourage 
varwene rates granting to one shipper lower rates than another 
shipper. 

“Freight rates should not vary, but these must vary if this 
tariff becomes effective. Is the Commission ready to approve 
varying rate between identical points and on the same com- 
modity because of private trade practices?” 


MOTOR VEHICLES IN U. S$. 


Motor vehicles registered in 1935 numbered 26,221,052, an 
increase of 5 per cent over 1934 registrations, according to re- 
ports from state registration agencies to U. S. Bureau of Public 
Roads. Registration revenues, fees, etc., amounted to $322,- 
776,536. States with the greatest percentage of increase in 
registrations were Montana 16.7 per cent, South Carolina 16.3, 
New Mexico 11.5 and Louisiana 10.2. 

The total registration was composed of 22,565,347 pas- 
senger cars, taxicabs and busses, and 3,655,705 trucks. The 
number of busses reported is less than the actual number, since 
in many states they are included with passenger cars or trucks. 
oe states ended the registration year in February or March 
of 1936. 

The gain in registrations of 5 per cent closely paralleled 
the gain in gasoline consumption of 6.4 per cent. 

The registrations by states and the percentage of increase 
or decrease (denoted by minus sign) were as follows: 


1935 Percentage Total receipts, 

Regis- increase or registration and 
State tration decrease other fees 
Ns ee Ane 242,676 7.5 $ 3,527,781 
ee as sc tie o hal 103,122 6.8 848,146 
RE ERR SIE 207,429 4.7 2,525,672 
PEED, waeib nics os oad 8) 2,151,501 7.2 10,562,502 
I i nos sw heey SU 284,578 3.8 2,206,930 
OS EEN PEER 375,837 6.1 8,392,408 
2. 5 kia o cae en eos 56,560 4.3 1,011,520 
SE. fencers badsb ad 4aeees 356,244 6.3 4,954,774 
TL in cho oh aa aedas 394,096 4.5 1,248,278 
SE bu OE kes ys svhakeae te 118,266 8.6 1,879,602 
PE Css Cure tomaiwun sad Kiet 1,525,817 4.8 19,075,621 
SY Sissies Bao extol av 850,650 5.9 8,284,904 
MOS axtnde <a Pmewke aisles 699,016 4.9 9,921,731 
LE oer bits Riad gare Nett 553,106 4.6 3,495,576 
SE Set ted bus in eb lorgi 347,676 4.7 3,507,149 
CO ere or 268,824 10.2 3,563,380 
RS nina bs bince's Fae eared 181,165 1.2 3,269,770 
| ar oe 345,578 3.8 4,099,850 
Massachusetts ............ 785,090 .0 6,320,396 
EE ee eer 1,239,431 7.9 17,594,552 
: EE, Yass dee 53.5% S44 Ke 726,993 4.2 7,175,323 
ER. 450. 455 00S nek oo 186,289 6.5 1,740,856 
PE de Sen's be newk¥evaes 766,369 3.6 8,350,511 
WE oc 6 Ex ddiea ue cause 149,712 16.7 1,271,299 
DRA \ciwwisb wh aickssde eve 406,189 —0.1 1,998,644 
ee ee 34,858 8.2 262,464 
New Hanpshire ..........0: 117,154 3.6 1,649,660 
Oe ee ee 888,292 2.7 16,629,209 
SP. ge ayws ca cacaee 92,457 11.5 1,108,714 
co yieabban'ees 2,330,962 2.5 43,453,082 
Worth Garelime .....cccsse 456,152 3.8 6,614,212 
le | ee 164,217 5.1 1,381,482 
SE 8 28 wisiiaa a wan alee Ge 1,712,051 6.1 22,153,123 
CE, oho o oe saad ane 502,101 5.2 3,861,366 
a er 293,554 7.9 2,761,904 
SES. * Sais cev-ews suns 1,745,401 3.8 32,155,367 
OS ae 148,597 4.4 2,416,154 
ee ee 235,919 16.3 1,848,510 
OMA RIIOOR vaccsccccwsies 179,271 5.5 1,371,026 
EE rere ar 351,898 4.6 3,657,572 
RT ih ik ictal 1g one Sten sete 1,382,104 5.3 15,788,234 
SecA Vt weuen sacked cee ot 106,006 4.0 1,071,489 
DE | cheb wdc oct o B36 on 81,513 4.6 2,300,049 
DEY Sh b's ub a'cae'sa0s's eke 385,555 3.1 5,150,755 
re 453,660 7.4 3,515,175 
West Vineinia .......6.08 241,617 8.3 4,514,993 
MEER & <9. dtais owas. 05 Nbae 754,037 6.3 10,897,032 
SP ee ee 69,998 7.7 482,888 
District of Columbia ...... 171,464 5.1 904,901 
MEE . ‘cbadtessackenesee 26,221,052 5.0 $322,776,536 


val 
of 


Fr 
sug 


twi 
ZO. 


pos 
in 


wit 
exé 
exc 
the 


aut 
the 
bu 
Per 
var 


ma 
to | 
foll 
fina 
is r 
mis 
sub 
exc: 
not 
ord 





riff 
»me 
ting 
> or 
rein 
pro- 
fact 
hip- 
otor 
ance 
will 
sur- 
tain- 
ates 
rage 
yther 


this 
rove 
com- 


2, an 
o re- 
ublic 
3322,- 
se in 
16.3, 


pas- 
The 
since 
rucks. 
March 


lleled 
srease 


‘eipts, 
ion and 
fees 
7,781 
8,146 
5,672 
32,502 
16,930 
12,408 
11,520 
54,774 
18,278 
19,602 
75,621 
34,904 
21,731 
95,576 
07,149 








July 18, 1936 


FREE MOTOR TRANSPORTATION 
The Traffic World Washington Bureau 


“The Commission has been informed that many motor 
carriers of passengers are issuing passes and giving free trans- 
portation in violation of the provisions of the motor carrier 
act, 1935, and of the interstate commerce act,” says Secretary 
McGinty in a notice. “It is probable that this type of viola- 
tion is largely due to lack of information on the part of such 
carriers that such conduct is now prohibited by the applicable 
law. 

“Section 217 (b) of the motor carrier act, 1935, incor- 
porates in that act sections 1 (7) and 22 (1) of the interstate 
commerce act. The latter sections provide that no common 
carrier shall issue or give any interstate free ticket, free pass 
or free transportation for passengers, except to its employes 
and the other classes of persons specifically named therein. The 
term ‘common carrier’ as used in those sections now includes 
‘common carriers of passengers by motor vehicle.’ All such 
carriers should read these provisions of the law carefully, and 
refrain in the future from any conduct which will be con- 
trary to the provisions thereof. 

“Suitable rules and regulations concerning the interchange 
of passes for the officers, agents and employes of such common 
carriers, and related matters, will be prepared and issued by 
the Commission at the earliest practicable time.” 


TRUCK PURCHASE ORDER STAYED 


The Commission, by division 5, in No. BMC-F 3, Pennsyl- 
vania Transfer Company of Pittsburgh acquisition of control 
of the Barker Motor Freight, Inc., and No. BMC-F 13, Barker 
Motor Freight, Inc., purchase of property and certificates of 
D. P. and Floyd Barker, doing business as Barker Motor 
Freight Lines, has stayed, pending its further order, the order 
suggested by J. Edward Davey, chief of the finance section of 
the Bureau of Motor Carriers in his proposed report on these 
two applications. The suggested order was promulgated June 
25. (See Traffic World, June 27, p. 1244.) 

Under the practice of the Commission in respect of pro- 
posed reports by examiners in the finance and traffic sections 
in the Bureau of Motor Carriers parties to cases under the 
motor carrier act are notified that unless exceptions are filed 
within a time specified in the notice the order suggested by the 
examiner will become the order of the Commission unless 
exceptions are filed “or the order is stayed or postponed by 
the Commission.” 

In this proposed report Mr. Davey recommended grant of 
authority to the applicants to make the acquisitions for which 
they had asked. The Pennsylvania Transfer Company of Pitts- 
burgh, applicant in the first, named case, a subsidiary of the 
Pennsvlvania railroad, has had its name changed to Pennsyl- 
vania Truck Lines, Inc. 

This staying of a suggested order is the first that has been 
made by the Commission. The practice observed with regard 
to proposed reports from the Bureau of Motor Carriers is not 
followed by the Commission in its handling of the rate and 
finance cases pertaining to railroads. When a proposed report 
is made under the railroad part of the law it rests in the Com- 
mission's files until the Commission gets ready to handle the 
subject. Parties are allowed specified periods of time for filing 
exceptions and briefs but they are not advised that if they do 
not act an order suggested by the examiner will become the 
order of the Commission unless the latter stays it. 


MOTOR JOINT BOARDS 


The Commission, by division 5, by order, has created the 
following motor joint boards: 


No. 58, for Illinois, Indiana, and Ohio, composed of Commissioner 
Andrew Olson, of the Illinois commission; Commissioner Samuel L. 
Trabue, of the Indiana commission; and Chairman E. J. Hopple, of the 
Ohio commission. 

No. 59, for Ohio, Pennsylvania, and West Virginia, composed of 
Chairman E. J. Hopple, of Ohio; Commissioner P. S. Stahinecker, of 
Pennsylvania; and James P. Tierney, supervisor of transportation of 
the West Virginia commission. 

No. 60, for Indiana and Ohio, composed of Commissioner Samuel 
L. Trabue, of Indiana; and Chairman E. J. Hopple, of Ohio. 

No. 61, for Ohio and West Virginia, composed of Commissioner 
Charles F. Schaber, of Ohio, and James P. Tierney, of the West Vir- 
ginia commission. 

No. 62, for Kentucky, Ohio, and West Virginia, the members to 
consist of Cliff Claypool, supervisor of the Department of Motor Trans- 
portation of Kentucky; H. L. Goodbread, attorney examiner of the 
Ohio commission; and James P. Tierney, West Virginia. 

No. 63, for Maryland, Virginia, and West Virginia, composed of 
Examiner Harold E. West, of the Maryland commission; Commissioner 
H. Lester Hooker, of Virginia; and James P. Tierney, of West Virginia. 
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No. 64, for Florida and Georgia, to consist of Commissioner Eu- 
gene S. Matthews, of Florida, and Chairman Jud P. Wilhoit, of the 
Georgia commission. 

No. 65, for Pennsylvania, to consist of Commissioner Thomas C. 
Egan, of the Pennsylvania commission. 

No. 66, for Delaware and Pennsylvania, to consist of W. D. Smith, 
vehicle commissioner, executive department of Delaware, and Commis- 
sioner Egan, of Pennsylvania. 

No. 67, for New Jersey and Pennsylvania to be composed of Com- 
missioner Thomas L. Hanson, of New Jersey, and Commissioner Egan, 
of Pennsylvania. 

No. 68, for the District of Columbia, Maryland and Virginia, to be 
composed of James L. Martin, executive secretary of the District of 
Columbia commission; Harold E. West, examiner of the Maryland 
commission and Commissioner Hooker, of Virginia. 

No. 69, for Maine, Massachusetts, and New Hampshire to consist 
of Frank J. McArdle, chief of the department of rates and traffic of 
the Maine commission; Commissioner Leo H. Leary, of Massachusetts; 
and Winslow E. Melvin, director of transportation of the New Mamp- 
shire commission. 

No. 70, for Maine, to be composed of Frank J. McArdle, chief of 
the department of rates and traffic of the Maine commission. 

No. 71, for New York, to be composed of M. C. Cleveland, chief 
engineer, New York Public Service Commission. 

No. 72, for Indiana, to consist of Moie Cook, commissioner, of the 
Indiana commission. 

No. 74, for Maryland and Pennsylvania, to be composed of Harold 
E. West, examiner for the Maryland commission and Commissioner 
Egan of Pennsylvania. 

No. 75, for California, to consist of Warren K. Brown, director of 
transportation of the California commission. 

The Commission, division 5, by order, has appointed as a member 
of Joint board No. 2 for North Carolina, R. O. Self, chief clerk in 
place of Commissioner Stanley Winborne of that state; it has also ap- 
pointed Elmer E. Corfman, chairman of the Utah commission to be a 
member of joint board No. 30 in place of Commissioner Joseph S. Snow; 
it has appointed Commissioner Wilson T. Wright to be a member of 
board No. 48 in place of Commissioner Charles R. Howe, for Arizona. 

No. 76, for Michigan, to consist of Commissioner Harold J. Waples, 
member Michigan commission, Lansing, Mich. 


MOTOR DISTRICT SUPERVISORS 


Additional appointments of district supervisors under the 
motor carrier law have been made by the Commission as 
follows: 

District No. 3—Claude Burton, Maryland; C. E. Mitten, 
Pennsylvania. 

District No. 4—Hays Dill, Ohio; W. F. Peterseim, Ohio; 
H. B. Rubey, Ohio; G. E. White, West Virginia. 

District No. 5—C. E. Calvert, Washington, D. C.; C. F. 
Joyner, Jr., Virginia; C. M. Mark, Virginia; H. C. Mims, North 
Carolina; H. P. Raymond, Virginia; C. E. Turnbull, North 
Carolina. 

District No. 9—D. O. Eldredge, Wisconsin; E. A. Moyni- 
han, Wisconsin. 

District No. 10—H. M. Smith, Nebraska. 

District No. 12—V. B. Gilbert, Texas; G. A. Meyer, Texas. 

District No. 14—B. L. Penn, Utah. 

District No. 16—Russel Bevans, California; E. T. Longe- 
necker, California; Paul E. Tibbetts, California; J. D. Watson, 
California; A. M. White, California; E. M. Whitworth, Arizona; 
W. L. Wimberly, California. 





MOTOR CARRIERS AND REGULATIONS 


The American Trugking Associations, Inc., has made public 
the results of inquiry among representative members of the 
trucking industry as to conditions obtaining since federal 
regulation of the interstate motor carriers was begun. The 
responses indicated a general belief that conditions would be 
improved by enforcement of the motor carrier act. Increase 
in expenses was reported by virtually all the operators making 
replies. Stabilization of rates was an objective to be attained 
in the opinion of a number of operators. A few operators 
reported that business had decreased for them under regula- 
tion. Others reported increases in business. One operator said 
his opinion was that the motor carrier act would help the 
legitimate truckman if it was enforced. He referred to chisel- 
ers getting business now at the expense of the legitimate opera- 
tor who observed published tariffs. Some operators reported 
the act had curtailed unfair practices. 





CONTRACT RATE PROTEST 


The Southern Motor Carriers Rate Conference has asked 
the Commission for the suspension of a schedule, MF ICC 
No. 3 of Kark Lenker, doing business as Dixie Transfer, of 
Richmond, Va. The tariff was filed June 29. 

Respondent, according to the request for suspension, is 
soliciting business from the general public and making special 
contracts for each shipment, which service is essentially that 
of a common carrier. Lenker is holding himself to be a contract 
carrier. The protestant asserts that the minimum schedule in 
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the tariff mentioned, establishes rates that are below the cost 
of transportation. For instance, on an average load of 10,000 
pounds of any commodity moving 25 miles, it is asserted the 
rate would be 22% cents a hundred pounds, or $22.50 for the 
movement, or 9 cents a truck mile. It is further asserted that 
in most instances Lenker must necessarily return empty and 
if this occurs, his gross revenue would amount to only 4% 
cents a truck mile, which, according to the protest, is less than 
the cost of operation. 

Another allegation is that the rates on commodities on a 
twenty-five mile haul range from 7 to 14 cents a hundred 
pounds, depending upon the amount of the load, and the mem- 
bers of protestant conference have attempted to reach a proper 
level of truck rates to insure an adequate, economical and effi- 
cient service by motor carriers, and such carriers cannot com- 
pete with rates such as these and maintain the proper service 
to the public. 


HIGHWAY SAFETY 


The effectiveness of the highway accident prevention pro- 
gram carried on in recent months by many industries and 
organizations is shown by an appreciable reduction in the num- 
ber of such accidents in the first five months of 1936 as com- 
pared with the same period in 1935, according to a statement 
by Lee J. Eastman, vice-president of the Packard Motor Car 
Company, a member of the safety traffic committee of the 
Automobile Manufacturers’ Association. According to Mr. East- 
man the motor accident death rate in the United States in the 
period from January to May inclusive, 1936, was 18.89 for each 
10,000,000 gallons of motor fuel used as compared with a rate 
of 21.22 in 1935. 

The four basic factors in motor safety were the driver, 
the car, the pedestrian, and the highway, Mr. Eastman said. 
“The car is as inherently safe as it is possible for engineering 
skill and ingenuity to make it,” he continued. “The highway 
is essentially safe, but needs more modernization. The driver 
and the pedestrian are human and thus subject to the frailties 
that beset humanity in general.” 

The three essentials of accident prevention were enforce- 
ment, engineering and education, he said, and the campaign 
now under way was applying all three. He said that, by trial 
and elimination, the proper “correctives” for highway danger 
had been discovered but it remained to apply those correctives 
through uniformity of traffic laws and ordinances. 


CIVIL AIRWAYS DESIGNATED 


Designation by Secretary Roper of air routes as civil air- 
ways, authority for which is-set forth in the air commerce act 
of 1926, has been announced by the Department of Commerce. 
All are routes which now are regularly flown by scheduled air 
lines, and most of them are equipped with lights, emergency 
landing fields and radio facilities for flights in darkness and poor 
visibility. 

The designations, which define the airways as being 50 
miles wide—the limits being 25 miles to either side of the center 
line connecting airports and other points designated to show 
the route—are preliminary to and establish a working basis for 
regulations pertaining to airway traffic control, altitude of flight 
along airways and instrument fiving along the airways in poor 
visibility, which are to become effective August 15. : 

The designated area of each airway is large enough to 
include both the line marked by the beacon lights and that 
marked by the radio range beacon courses, which do not always 
coincide, and in most cases the alternate routes which air lines 
are authorized to fly under certain weather conditions. How- 
ever, in a few cases, supplementary designations were necessary 
for alternate routes, as for example, Civil Airway No. 19, 
Chicago-Twin Cities and Civil Airway No. 19-1, Chicago-Twin 
Cities via Rochester, Minn. The designated civil airways follow: 


1, Albany-Boston; 2, Amarillo-Kansas City; 4, Amarillo-St. Louis: 
5, Atlanta-Charleston; 6, Atlanta-Nashville: 7, Atlanta-New York; 9. 
Boston-Bar Harbor; 10, Boston-Montreal; 12, Brownsville-Fort Worth: 
14, Buffalo-New York; 15, Cheyenne-Billings: 16, Chicago-Milwaukee; 
17, Chicago-New York; 19, Chicago-Twin Cities; 19-1, Chicago-Twin 
Cities via Rochester; 20, Cincinnati-Chicago; 21, Cincinnati-Washington; 
22, Cleveland-Albany; 23. Toledo-Detroit; 25, Columbus-Philadelphia: 
26, Dallas-Louisville; 31, El Paso-Fort Worth: 32. El Paso-Pueblo; 33. 
Fargo-Winnipeg 34, Forth Worth-Amarillo: 35. Forth Worth-Atlanta: 
37, Fort Worth-Wichita; No. 38, Galveston-Waco; 41, Helena-Twin 
Cities; 43, Indianapolis-Dayton; 44, Jacksonville-Richmond, 45; Kansas 
City-Chicago; 47, Kansas City-Omaha; 48, Kansas City-St. Louis; 49. 
Los Angeles-Amarillo; 51, Los Angeles-Phoenix; 52, Los Angeles-Salt 
Lake City; 53, Los Angeles-San Francisco; 54, Louisville-Cleveland; 55. 
Louisville-Indianapolis; 56, Miami-Atlanta; 57. Michigan Airways-South 
Bend-Detroit; 58, Milwaukee-Detroit; 59, Milwaukee-Lone Rock; 60. 
Nashville-Washington; 61, New Orleans-Atlanta; 62, New Orleans-St. 
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Louis; 64, New York-Boston; 64-1, New York-Boston via Hartford and 
Providence; 65, New York-Montreal; 67, Omaha-Chicago; 68, Omaha- 
Sioux Falls; 71, Portland-Spokane; 72, Pueblo-Cheyenne; 75, Salt Lake 
City-Great Falls; 76, Salt Lake City-Omaha; 77, Salt Lake City-Pendle- 
ton; 79, San Antonio-New Orleans; 80, Phoenix-El Paso; 80-1, Phoenix- 
El Paso-Benson to Rodeo; 81, San Diego-Los Angeles; 82, San Fran- 
cisco-Salt Lake City; 83, San Francisco-Seattle; 84, Seattle-Helena; 84-1, 
Seattle-Helena-Wenatchee branch; 84-2, Seattle-Helena-Butte Cut-Off; 
85, Seattle-Vancouver, B. C.; 88, Sioux Falls-Bismarck; 89, Sioux Falls- 
Twin Cities; 91, St. Louis-Chicago; 93, St. Louis-Indianapolis; 94, St. 
Petersburg-Daytona Beach; 98, Washington-Cleveland. 


PROPOSED DIRIGIBLE PROGRAM 


Recommendations that the government adopt a program 
for the development of an American lighter-than-air service, 
with the construction of two dirigibles for trans-Atlantic serv- 
ice to alternate with foreign dirigibles, as an outstanding fea- 
ture, have been submitted to the Department of Commerce by 
its Business Advisory Council. That body has been making a 
study of policy and program for the United States on airships. 

This subject, says an announcement by the Department of 
Commerce, has been considered by the Council in line with its 
program of studying questions relating to commerce and has 
been submitted to the Secretary of Commerce along with re- 
ports on other subjects to which the Secretary will give con- 
sideration in due course. 

As a course for immediate action, the Council recommends 
the following: 


1. That the national policy toward airships should be to under- 
take further construction and operation of rigid airships in commercial 
and naval service and this policy should be immediately publicized, 
recognized, and vigorously prosecuted. 

2. That the Navy Department continue as the service department 
charged with the development of military airships. 

3. That the Department of Commerce, which is now charged with 
shipping and air commerce, be also charged with the execution of the 
commercial phases of the above policy. 

4. That the above agencies, together with other governmental 
agencies directly or indirectly concerned, cooperate immediately to 
present to the next Congress, requests for such legislation and ap- 
propriations as may be required to carry out this policy. 

5. Pending the navy’s acquisition of a modern training airship, 
fly the Los Angeles and resume training of naval and commercial 
personnel. 

As soon as enabling legislation and adequate private and federal 
funds can be obtained, start the following construction program: 

1. An east coast terminal for use by commercial trans-Atlantic 
airships. 

2. The first of the commercial rigid airships to immediately alter- 
nate with foreign service. 

3. The moderate sized navy rigid airship for training purposes. 

4. One smaller experiment navy airship as a step in the develop- 
ment of promising types. 


PILOTS AND AIRCRAFT 


There were 15,204 pilots and 7,403 aircraft holding active 
Department of Commerce licenses on July 1, 1936, according to 
the Bureau of Air Commerce, Department of Commerce. On 
July 1, 1935, there were 14,806 licensed pilots and 7,205 licensed 
aircraft. 

The total number of aircraft licensed and unlicensed, of 
which the Department had record on July 1, 1936, was 9,167, 
while this number on the corresponding day of last year was 
8,887. Unlicensed aircraft (bearing identification numbers only) 
totaled 1,764 on the first of July, 1936. 

Among the 15,204 persons holding pilots’ licenses as of 
July 1, 1936, were 7,162 transport, 863 limited commercial, 
6,417 private, 761 amateur and 1 industrial pilot. (New licenses 
no longer are issued in the industrial grade.) The licensed 
pilots included 418 women classified as follows: Transport, 70; 
limited commercial, 28; private, 260 and amateur, 60. 


SAFETY IN THE AIR 


“Glaring factual errors and serious misinterpretations” 
exist in the report of the Senate commerce committee criticizing 
the Bureau of Air Commerce of the Department of Commerce, 
according to Secretary of Commerce Roper (see Traffic World, 
June 27, p. 1242). He said he had expected to present to the 
committee before leaving on his vacation the department’s 
analysis of the report but that the study of the report had not 
been completed. He said the Senate committee would, he was 
sure, give due consideration to the department’s analysis of the 
committee’s preliminary report in the preparation of the final 
report on air commerce. The committee’s inquiry was under- 
taken following the air liner crash in which Senator Cutting, 
of New Mexico, lost his life near Atlanta, Mo., May 6, 1935. 
Failure of aids to navigation under the jurisdiction of the 
Department of Commerce at the time of the crash was charged 
in the preliminary report of the committee. 
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FREE AIR TRANSPORTATION 


Compilations + reports of domestic air mail carriers 
giving information to free transportation or transportation 
at reduced fares, for the period from July 1 to December 
31, 1935, show that 43,184 passengers received free transporta- 
tion with a tariff value of $1,314,680, and 467 passengers were 
transported at reduced fares with a tariff value of $9,393, 
according to a report made by the Commission’s Bureau of 
Air Mail. 

Reports from the air mail carriers were requested by the 
Commission in accordance with provisions of section 6 (f) of 
the air mai] act, as amended, relating to free transportation. 
When the amendment of the air mail act was under considera- 
tion it was proposed to make applicable to the air mail carriers 
prohibitions against free transportation similar to those ap- 
plicable to the rail and motor lines. However, a compromise 
was reached requiring only that semi-annual reports be made 
as to the free transportation furnished. 

Of the passengers accorded free transportation, 2,311 were 
officials and employes of federal, state and local governments. 
In a summary of information appearing in tabular form the 
bureau said: 

These reports include free transportation furnished on the off-line 
operations performed by some of the carriers as well as that furnished 
on the air-mail routes, but in some instances the off-line transportation 
was not reported separately. 

These tables show that 43,184 passengers were accorded free trans- 
portation to the extent of 22,380,963 passenger miles, with a tariff value 
of $1,314,680, and 467 passengers were transported at reduced fares. 


The tariff value of such reductions was $9,393 and represented 173,386 
passenger miles. 

Of the passengers flown free, 32,305 were officers and employes, 
and members of the families of officers and employes, of reporting 
carriers; 709 were officers and employes, and members of families of 
officers and employes, of other air-transport carriers; 2,311 were offi- 
clals and employes of federal, state and local governments; and 7,859 
were passengers of all other classes. The extent of the transportation, 
and the tariff value thereof, accorded each of these major classes are 
shown in the individual tables. 

Free transportation irrespective of whether or not revenue pas- 
sengers were available was furnished to 2,166 persons out of the total 
of 43,184 non-revenue passengers. Those persons were mainly officials 
of the carriers traveling on company business and governmental officials 
and employes. They were carried 1,366,414 passenger miles, the tariff 
value of the transportation being $82,093. 

Approximately 50 per cent of the free transportation was reported 
to have been on company business and for governmental employes, 22,- 
703 persons having been transported 10,557,812 passenger miles with a 
tariff value of $626,757 for those reasons, as compared with 20,514 pas- 
sengers carried 11,849,785 passenger miles with a tariff value of $689,- 
084 for all other reasons. 


Of the 2,311 governmental officials and employes carried free, 1,828 
were reported to have been engaged on official business, and were car- 
oa passenger miles, the tariff value of the transportation being 

Practically all of the reduced-fare transportation reported was 
rendered to employes and their families under company rules providing 
for the sale of such transportation at half fare. 

In addition to the transportation shown by the tables, 28 special 
flights, primarily for the development of passenger traffic, and 16 flights 
under charter, principally off line, were reported by some carriers. 


TRANS-PACIFIC AIR SERVICE 
A report that Pan American Airways was preparing to 
carry the first paying passenger in its trans-Pacific air service 
brought the statement July 15 from Rex Martin, of the Bureau 
of Air Commerce, that the line had not yet filed application for 


department approval of equipment for commercial passenger 
service. 


LOUISIANA AVIATION REGULATION 
Further regulation of aviation in Louisiana is provided for 
in a measure, act No. 222 (H. B. No. 333), signed by Governor 
Leche, which declares the operation of air ports to be a public 
function. The legislature also enacted a measure, signed by 
the governor, creating a state aviation control board. This 
latter measure emerged as Act No. 204 (H. B. No. 253). 


AIR TRAFFIC AND RAIL CUTS 
Pennsylvania Airlines suffered no loss in passenger traffic 
in June, but instead showed a substantial gain over May, it was 
stated by W. J. Austin, vice-president of the line, in commenting 
on the effect of reductions in rail passenger fares June 1. 

According to Mr. Austin, the air line transported 6,196 
passengers over the Washington-Detroit-Milwaukee route in 
June, setting a new high record for business handled in a 
thirty-day period. The previous high mark was reached in 
May when 5,807 passengers were carried. 

The most marked increase was shown on the Detroit-Grand 
Rapids-Milwaukee division, where June business totaled 1,232 
passengers, an increase of 35 per cent over May and 189 per 
cent over June of last year, said Mr. Austin. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 





Tariff Application—intermediate Rule Not Applicable Where 
Specific Rates Published in Tariff 


Louisiana.—Question: We note with interest your answer 
to Indiana, page 1215, June 20 issue of the Traffic World, as 
to the proper application of intermediate clause versus rate 
basis. 


It is understood from your answer that where rates are 
arrived at by use of a rate basis this basis takes precedence 
over the use of an intermediate clause. 


We are interested in this subject as we have a similar 
case, the only difference being that ours is from the point of 
origin with a transit privilege and also the subject has not 
been disposed of satisfactorily. It is our opinion that in the 
absence of a specific rate, point to point, and that said rate is 
arrived at by use of a rate basis or the intermediate clause, 
the proper interpretation should be that the rate basis and 
intermediate clause is one and the same, that is, neither one 
are specific rates and both are used to arrive at a basis for a 
rate. 


It is the writer’s views that on the subject under discus- 
sion the Portsmouth, Ohio, rate should be assessed for the 
reason that Mt. Oreb, Ohio, is intermediate and the interme- 
diate application is the basis for the rate even though Terri- 
torial Directory No. 3 does show a different basis. A rate basis 
and an intermediate clause being for the purpose of arriving 
at a rate to points not named should have one and the same 
interpretation and where they conflict the shipper or the con- 
signee should be given the benefit of the lowest available 
basis. 

Would appreciate further consideration of your answer 
on this subject as we are vitally interested. 


Answer: In England, Walton & Co. vs. Pennsylvania R. 
Co., 190 I. C. C. 141, this precise question was before the Com- 
mission. The Commission held that a fifth class rate of 42c, 
specifically published for application from Chicago, Ill, to 
Rochester, N. Y., in Jones’ Tariffs I. C. C. 2123 and 2253, and 
made applicable to Oléan, the destination of the shipment, by 
reference therein to G. R. Richardson’s and G. P. Shaw’s Bas- 
ing Tariff I. C. C. No. 13, was a specific rate and took prece- 
dence over the rate sought, made by use of an intermediate 
rule, i. e., a fifth class rate of 34 cents from Chicago to Buffalo. 
N. Y., published in Jones’ Tariff I. C. C. No. 1460. 


The Commission cited its decision in Clark & Company 
Division vs. Cleveland, C. C. & St. L. R. Co., 155 I. C. C. 727. 

We assume that in the instant case the specific rate and the 
rate made by use of the intermediate rule are of equal grade, 
that is, both are either class rates or commodity rates. If, 
however, a rate is made by use of an intermediate rule pub- 
lished in connection with a commodity rate it will take prece- 
dence over a specific class rate published for application from 
and to the same points. Curtis Leather Co. vs. Atchison, T. & 
S. F. Ry. Co., 151 I. C. C. 610. 


Routing and Misrouting—Right of a Terminal Carrier to Road- 
Haul Where Bill of Lading Specified Delivery by Terminal 
Carrier 


California.—Question: A carload shipment is billed to sta- 
tion A, routed on the routing line of the bill of lading and in 
the routing space on the waybill via X Ry.-Y Ry. delivery, con- 
signed to an industry located on an industry track at station 
A, served exclusively by X Railway, so that Y Railway could 
not possibly have performed a terminal switching delivery. The 
joint rate to station A via X Railway also applied via X Rail- 
way to station B, thence Y Railway to station A, including 
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absorption by Y Railway of X Railway’s published switching 
charge at station A. 

Has Y Railway any recourse against X Railway for failure 
of X Railway to permit Y Railway to perform the line haul 
from station B to station A? 

Answer: Where the term “delivery” is used in connection 
with the terminal carrier specified in a bill of lading, it is the 
duty of the initial carrier to forward the shipment via the 
route affording the shipper the cheapest rate. If the cheapest 
rate applies via a route which gives the terminal carrier a line 
haul the shipment must be forwarded via that route. If, how- 
ever, the cheapest rate applies via a route which gives the 
terminal carrier a switch movement. the shipment must be 
forwarded via that route. Kanotex Refining Co. vs. Atchison, 
T. & S. F. R. R. Co., 115 I. C. C. 559. If a switching delivery 
is desired the term “switch delivery” or a term of similar 
import should, in our opinion, be used, for the reason that if 
only the term “delivery” is used, the initial carrier would be 
warranted in giving the terminal carrier a road haul, in the 
event that a cheaper rate applied via such route than via a 
route giving the terminal carrier a switch movement only. 

If the name of the terminal carrier only is used in the 
routing instructions, that line is entitled to a line-haul move- 
ment under the Commission’s decision in Fechheimer Iron & 
Steel Co. vs. P. R. R. Co., 51 I. C. C. 183. 

If the above be a proper statement of the law with re- 
spect to the routing of shipments where the routing instruc- 
tions specify delivery by a named carrier, it is our opinion that 
in the instant case, carrier Y is entitled under the principle 
of the decision in Fechheimer Iron & Steel Co. vs. Pennsylvania 
R. Co., 51 I. C. C. 183, to a line-haul movement from station B 
to the destination of the shipment, station A, under which 
routing delivery would, in effect, have been made by carrier Y 
under its tariff provision for the absorption of the switching 
charges of carrier X at station A. 

In accordance with the decision of the Supreme Court of 
the United States in Mo. Pac. R. Co. vs. Reynolds-Davis Gro- 
cery Co., 268 U. S. 366, 45 S. Ct. 516, a switching carrier whose 
charges are absorbed by another carrier is the agent of that 
carrier for the purpose of delivery. 


Liability of Shipper for Refund of Portion of Claim Charged 
to Bankrupt Carrier 


California—Question: If possible, we would like reply to 
the following question, showing reference to cases handled 
under these same conditions. 

A carload of furniture originated at an eastern inland point 
and moved via rail to the seaport. It was transferred to a 
steamship line and brought to Los Angeles Harbor, Calif., and 
then moved in a rail carload to an inland point. This shipment 
suffered considerable concealed damage and a claim was prop- 
erly filed with the delivering carrier and payment was received 
shortly. Several months later the steamship line filed notice 
of bankruptcy, and it was discovered that the delivering rail- 
road carrier was not able to make collection from the steam- 
ship line for their proportion. Consequently they billed us, 
the consignee, for this amount and we are questioning whether 
or not we are legally obligated to pay this. 


We also had several carloads moved under the same con- 
ditions, except that when they were delivered in Los Angeles 
with considerable concealed damage, the carrier elected to re- 
pair this merchandise, using their own repair man. As in the 
previous case, they apparently failed to properly file their 
claim, because several months later the steamship line became 
bankrupt, and as the claim had not been settled the delivering 
railroad carrier failed to make any collection from the steam- 
ship line. — 

In this case also they have requested us to reimburse them 
for that loss, however, we have contended that we were not 
liable. 

Although three separate and distinct bills of lading were 
issued on this shipment, the shipment did not pause in transit 
and could be properly termed a through interstate move. Such 
being the case, the delivering railroad carrier would be re- 
sponsible for the entire amount as we have found many in- 
stances where the Commission has held that in case of doubt, 
the delivering carrier is responsible for all damage. 

We would appreciate your views on this matter. 

Answer: In our opinion, as a condition precedent to the 
recovery of the amounts paid in settlement of your claims, the 
burden is on the rail carrier to show that injury to the ship- 
ment occurred while the goods were in the possession of the 
carrier by water. 

In settling the claims the rail carrier apparently did not 
ascertain where the injury occurred but paid the claims as a 
matter of policy, or under an arrangement with its connec- 
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tions by which the amount thereof was to be pro-rated between 
the lines over which the shipment moved. If so, in our opinion, 
it assumed the risk of collecting from thoseyconnecting lines the 
amounts due it under the settlement made with the shipper. 

If, however, it can show that the shipments were injured 
while in possession of the carrier by water, it may recover 
from you the amount paid in settlement of your claim, as you 
have been unjustly enriched at the expense, in that event. 


Tariff interpretation—Application of Combination Rule of 
Tariff of Emergency Tariff 


West Virginia—Question: A carload shipment moving 
from origin A to destination D, via rail to Port B, X Steamship 
Company, to Pacific coast, Port C, thence by rail to California 
destination D. 

The shipment was tendered at origin A, March 16, 1935, 
and was rebilled by the rail carrier at California port C, April 
19, 1935. The original bill of lading, signed by origin rail car- 
rier at A, was consigned to the shipper at port B with routing 
in the route column complete port C, and carried notation in 
the body thereof showing the name of the consignee, California 
destination and route to be used beyond C. The shipment was 
fully prepaid from origin to destination, and the bill of lad- 
ing carried the rail rate to B, the ocean rate to C, port and 
loading charges at C, and the rail rate beyond, also the marine 
insurance charges. 

Will you kindly allow us the benefit of your views as to 
the application of an emergency charge on that portion of 
the movement via rail from C to D? Please bear in mind the 
fact that this was a continuous through movement from A to D, 
and even though the shipment did not move on a through bill 
of lading, this fact was conclusive from the information on the 
bill of lading signed by the origin rail carrier. It was, in fact, 
a through consignment, but had to be billed on B due to lack 
of through billing arrangements. 

Since this was a through movement originating on, and de- 
livered by Interstate Commerce Commission regulated carriers, 
does the use of an intermediate carrier not subject to the In- 
terstate Commerce Act preclude the application of a through 
combination rate effective on date of origin at A? 

We have been unable to locate any rulings touching on this 
point, so would thank you to support your opinion with refer- 
ences. 

Answer: If, as we understand, the shipment in question 
did not move on through billing, but moved to port B, con- 
signed to the steamship company at that port, as in United 
States vs. Munson Steamship Line, 283 U. S. 43, 51 S. Ct. 360, 
and as a local shipment beyond that point, two emergency 
charges should, in our opinion, be added, one to the rail factor 

from A to B and one to the rail factor from C to D. 

Furthermore, even though there was a through shipment 
amounting to an arrangement for through carriage within the 

provisions of Section 6(1) of the Interstate Commerce Act, it 
is our opinion that under a literal reading of the provisions 
of Item 25 of the Tariff of Emergency Charges, two emergency 
charges must be added, the fact that the charge of the steam- 
ship company is not on file with the Commission, making in- 
applicable the provisions of Item 25, which reads in part as 
follows: 


Where through shipments move on a combination of rates law- 
fully on file with the Interstate Commerce Commission * * * and all 
of the factors are subject to this tariff, such combination of rates will 
be deemed a joint through rate for the purpose of assessing emergency 
charges. * * * 


As a matter of reasonableness, if it can be shown that the 
shipment moved under a common arrangement for continuous 
carriage or shipment, it is probable that, upon complaint to the 
Commission, reparation to the basis of one emergency charge 
may be obtained on the ground that the rate of the steamship 
company should have been on file with the Commission, as 
contended by the Commission in the Munson Steamship Line 
case, referred to above, in which event but one emergency 
charge would have been applicable under the provisions of 
Item 25 of the Tariff of Emergency Charges. 


Damages—Interest on Transit Refund 


Utah.—Question: In your answer to Utah, on page 376 of 
the Traffic World of February 24, 1934, you quoted from the 
decision of the Commission in Domestic Milling Company vs. 
Chicago & A. Railway Company, 148 I. C. C. 680, to show that 
shippers were not entitled to interest on transit refunds. — 

It doesn’t seem reasonable that carriers should be relieved 
from interest charges on claims of this nature running from 
the time claims are presented until paid, for instance, ‘shipment 
of sugar that is reshipped from transit point and entitled to a 
refund takes on the nature of a straight overcharge. A claim 
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that was filed in November, 1935, was not paid until June, 1936, 
and we are wondering if the carriers should not be required 
to pay interest for that period due to unreasonable delay in 
refunding the money. 

Can you find any further decisions of the Commission that 
might touch on this phase, or if not, please give us your own 
opinion in the premises. 

Answer: In the case to which reference is made in the 
answer to which you refer, i. e., Domestic Milling Co. vs. Chi- 
cago & A. R. Co., 148 I. C. C. 680, the Commission said that 
since defendant promptly refunded the charges upon com- 
plainants’ showing that they had complied with the transit 
rules, there was no reason to assume that there would have 
been any delay in readjusting the charges if complainants had 
shown that they had complied with the transit rules at the time 
of movement instead of waiting a year or two thereafter, and 
found that defendant’s failure to pay interest on refunds was 
not unreasonable or otherwise unlawful. 

In the instant case it would appear that due to delay in 
the payment of the claims following their presentation by the 
shipper, the statements of the Commission in Tyson & Jones 
Buggy Co. vs. Aberdeen & A. Ry. Co., 17 I. C. C. 330, are 
pertinent, in that following the presentation of the claims the 
amount represented by the difference between the charges paid 
into and out of the transit point plus transit charge, if any, 
and the through rate became an overcharge. 

Furthermore, it is the practice of the Commission to, where 
it ae reparation in the amount of an overcharge, include 
interest. 


Sales—Insurance of Shipments 


Texas.—Question: Will you please advise party liable for 
loss of parcel post shipment made under the following condi- 
tions. giving us the law and rulings applving: 

“A” placed an order with factory “B” for a small ship- 
ment of merchandise and specified parcel post routing, but 
made no reference to insurance, thereby leaving shipner free 
to choose either ordinary fourth class mail or insured parcel 
post. The shipper elected to use ordinary mail and obtained 
a one cent receipt from the post office, showing that vackage 
had been mailed but which did not provide for indemnification. 

This package was lost in transit, and shippers declare they 
are not responsible for loss as the consignee did not request 
insurance, and that shipper’s responsibility ceases upon delivery 
of parcel to post office. 

Answer: Ordinarily, the seller must in delivering goods to 
the carrier exercise due care and diligence to provide the buyer 
a remedy over against the carrier in case of their loss or 
destruction. Under the provisions of the uniform sale of goods 
act, which is considered declaratory of the common law, “un- 
less otherwise authorized by the buyer. the seller must make 
such contract with the carrier on behalf of the buyer as may 
be reasonable, having regard to the nature of the goods and 
the other circumstances of the case. If the seller omits so to 
do, and the goods are lost or damaged in course of transit, the 
buver may decline to treat the delivery to the carrier as a 


delivery to himself, or may hold the seller responsible in 
damages.” 


In Miller vs. Harvey, 221 N. Y. 54, 116 N. E. 781, it was 
held that where the seller shinved the goods by express. but 
through a failure to disclose their value. the liability of the 
express company for their loss was limited to fifty dollars, 
about one-half their value, the delivery to the express com- 
pany was not a delivery to the buyer, and therefore the loss 
of the goods in transit, as between the buyer and the seller, 
must be borne by the latter. 


However, while it is the duty of the seller to take usual 
and reasonable precautions to secure the safe delivery of the 
goods, and he will be liable for a failure to insure if he is 
instructed so to do, it has been held that he is not liable for 
failure to insure the goods in the absence of instructions. 
— vs. Jewett, 98 Ind. 206; Hanan vs. Bowles, 25 La. Ann. 

We can locate no decisions of the courts with respect to 
whether it is the duty of the seller to insure shipments moving 
via parcel post. 


Tariff Interpretation—Apoplication of Section 1 of Rule 10 of 
Classification 


Missouri.—Question: We wish to call your attention to 
Rule 10 of Consolidated Freight Classification No. 10 on page 
6. We would like to know the difference between highest 
classed or rated article contained in such mixed carloads re- 
referred to in Section 1, the last two lines thereof. By the 
highest classed article is it meant as established in the Freight 
Classification and by rated article the highest rating outside of 
the classification—that is, the commodity basis? In the inter- 
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pretation of this section must we apply the highest classed 
article, using the classification as a basis? 

Answer: Section 1, of Rule 10 of Consolidated Freight 
Classification No. 10, provides: 


Except as otherwise provided, when a number of different articles, 
for which ratings or rate are provided when in straight carloads, are 
shipped at one time by one consignor to one consignee and destination, 
in a mixed carload, they will be charged at the straight carload rate 
(not mixed carload rate) applicable to the highest classed or rated ar- 
ticle contained in such mixed carload and the carload minimum weight 
will be the highest provided for any article in the carload. 


Under this provision of Rule 10, the applicable rate, whether 
class or commodity, may be used in determining the applicable 
charge, the provisions of the rule to which you refer not be- 
ing limited to class rates in view of the use of the term “rated 
article.” See, in this connection the decision of the Commis- 
sion in Consolidated Classification Case, 54 I. C. C. 1, in which 
the Commission said: 


Rule 10, the mixed carload rule, constitutes one of the most im- 
portant changes proposed. Briefly stated, it provides that articles hav- 
ing a carload rate or rating, except live stock, may be shipped in mixed 
carloads from one consignor to one consignee and destination at the 
carload rate applying on the highest rated article and subject to the 
highest minimum weight attaching to any article in the load. At pres- 
ent only the official classification contains a rule of similar import. The 
only substantial difference between the proposed rule and the official 
classification rule is that the minimum weight required by the latter 
is that which attaches to the article taking the highest rate or rating, 
instead of the highest minimum attaching to any article in the car. 


Damages—Cost of Reducing Injured Goods to Scrap 


Rhode Island.—Question: Several months ago there was 
shipped from the Middle West two carloads of machinery and 
before it arrived at destination was wrecked. 

The contents of the two cars were picked up and placed 
in three cars and upon arrival at destination they were weighed 
and apparently there was about three tons missing from the 
amount of weight billed and received. 

We have repaired some of the damaged material as far 
as we could but there will be some three thousand pounds 
unfit to use. This amount we intend to give credit to the rail- 
road as scrap material at the market price. In order to use 
this three thousand pounds as scrap material it will be neces- 
sary to cut it into smaller pieces. Can we charge the rail- 
road as part of our claim the cost of doing this? 

Answer: While it is not clearly established by a great num- 
ber of cases (except live stock shipments, as to which ship- 
ments it is the duty of the consignee to care for the injured 
stock so as to render the injury as light as possible) that the 
shipper has the right to repair goods which have been dam- 
aged in transit and charge the carrier with the cost thereof, 
it seems to be fair and reasonable that a carrier should com- 
pensate a shipper for the expense of reconditioning or repair- 
ing goods which have been damaged through the negligence 
of the carrier, if the result of the shipper’s efforts is to restore 
the goods to their original value or to enhance the value of 
the goods to a figure in excess of their value in the damaged 
condition in which received, after deducting the cost of re- 
conditioning. See the following cases in which such damages 
have been allowed: P. & S. F. R. Co. vs. Shell, 265 S. W. 758; 
American Railway: Express Co. vs. Judd, 104 Sou. 418; St. L. 
S. W. Ry. Co. vs. Tacker, 255 S. W. 553; Wilson Poultry & 
Egg Co. vs. Mo. Pac. R. Co. 215 Pac. 1020. 

We can locate no cases which relate to the expense of re- 
ducing injured goods to scrap, but it would appear that under 
the principle of the cases above cited such expense is properly 
chargeable to the carrier, if the result is to add value to the 
material over and above the cost of cutting it into smaller 
pieces so as to be usable as scrap. 


GREAT LAKES BOARD CARLCADING REPORTS 


Carloadings in the state of Michigan and the parts of Indi- 
ana, Ohio, Pennsylvania and New York covered by the Great 
Lakes Regional Advisory Board, will be 14.1 per cent higher 
in the third quarter of 1936 than they were in the third quarter 
of 1935, according to reports prepared by the commodity com- 
mittees of the board. The loadings in 1935 were 350,981 cars, 
and the estimated loadings for 1936, 400,598. The commodities 
on which the heaviest increases in carloading are expected 
include potatoes, 49.9 per cent; agricultural implements and 
vehicles, 30.6 per cent; brick and clay products, 29.9 per cent; 
machinery and boilers, 26.2 per cent; and automobiles, trucks 
and parts, 20.9 per cent. Decreases were forecast on only three 
commodities, fresh fruits other than citrus, 9.9 per cent; fresh 
vegetables other than potatoes, 6.7 per cent; and live stock, 5 
per cent. The fall meeting of the board will be held at the 
Carter Hotel, Cleveland, Ohio, September 16. 
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DID YOU KNOW 


~that the railroads haul a ton 
of freight a mile with a glass 
of water and less than a hand- 
ful of fuel, and at rates aver- 
aging less than a cent ? 


~ that the speed of freight 
trains has been stepped up 
43% in recent years ? 


~— that the railroads maintain 
their own “highways”- 
a quarter of a million miles 
of “line”? 


— that 44% of every dollar the 
railroads take in goes for rail- 
road payrolls? 


— that by increasing the ef- 
ficiency of combustion the 
railroads have cut fuel costs a 
half billion dollars in the past 
ten years? 


~ that many railroads will 
carry your automobile to vaca- 
tion spots for the price of a 
third ticket ? 


— that you are far safer ona 
railroad train than you are in 
your own home? 
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ave to me!” 


HIS veteran of the throttle has been 

high-balling freight for many a 
crowded year — all the crates of perish- 
ables he has hauled would total a pile 
to dwarf the mightiest mountain. 


But it took a little printed paragraph 
about grapefruit to open his eyes fully to 
the great job the railroads are doing, 
both service-wise and cost-wise. 


The paragraph he read was this unim- 
peachable statement by the United 
States Department of Commerce: 


"It costs more to cart four boxes of grapefruit across 
anhattan Island than it does at carload rate 
l ship a box from Florida to New York by rail.”’ 


y way you take that statement, it tells 
un eloquent story — a story reflecting 


G STILL GOES ON! 
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credit even on a transportation system 
recognized as the finest in the world. 


For this contrast in costs exists in face 
of the fact that railroad wages are the 
highest transportation wages paid any- 
where today. Or that the railroads of 
the country for the past ten years have 
paid taxes to the extent of nearly a mil- 
lion dollars every twenty-four hours! 


Railroad men take pride in records like 
this, though they are more inclined to 
tend to their business of moving the 
bulk of the nation’s freight than to make 
fanfare about how well and economi- 
cally they do it. 


That is why the achievements of the rail- 
roads — outstanding and numerous and 
progressive as those achieve- 
ments are—come as news 
sometimes even to the very 
men whose unassuming dili- 
gence and quiet competence 
make them possible. 


000 people- 


ASSOCIATION OF AMERICAN IRAIUROADS 


HEADQUARTERS: Transportation Building, Washington, D. C. 
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lt May Surprise You to Know That— 
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in Canal-Great Lakes 
Service provides you 
with economical trans- 
portation between East- 
ern and Western points, and to and from foreign 
countries. 


HEDGER is the oldest company in this service 
— it owns and operates its own barges and tugs. 
Sixteen years of experience and _ satisfactory 
service are your guarantee of expert, careful 
handling of your shipments. 


In the Port of New York your cargoes will be 
delivered to, or accepted from, alongside steamer, 


or consignee’s dock. 


In other words, Hedger Service is complete, and, 
if you will permit us to, we will have our traffic 
experts study your transportation problems and 
make recommendations offering you on ON 


TIME delivery plus low transportation costs. 


W.E. HEDGER 


TRANSPORTATION CORP. 


120 Wall St. 
New York City 


Chamber of Commerce Bldg. 
Buffalo, 


268 Market St. 
San Francisco, Calif. 








Bulk and Package 
Freight between 
New York and 


, Syracuse, Rochester, 


Buffalo, Cleveland, 

Toledo, Detroit, Bay 

City, Chicago, Mil- 

waukee,'Green Bay, 

Duluth and Interior 
Cities 

Write today for our 
tariffs. 
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Personal Notes 





Richard D. Chase has been appointed manager of the trans- 
portation department, Boston Wood Trade Association, Boston, 
to succeed I. C. Bailey, who resigned. 

Ralph E. Kulp has been appointed general agent for the 
Chicago River and Indiana and the Indiana Harbor Belt at 
Chicago, to succeed Charles P. Shumway, who died. 

G. O. Beale has been appointed chief purchasing and stores 
officer, and D. S. Ellis has been appointed chief mechanical 
officer for the Chesapeake and Ohio, the Pere Marquette and 
the Nickel Plate at Cleveland, Ohio. 

Friends and associates of Harry T. Smith, traffic manager, 
Worthington Pump and Machinery Corporation, Harrison, N. J., 
honored him at a testimonial luncheon at the Newark Athletic 
Club, Newark, July 8. The occasion was the completion by 
Mr. Smith of fifty years of continuous service with the Worth- 
ington corporation. 

Philip J. Norton has been appointed district superintendent 
of motive power and machinery for the Union Pacific at Poca- 
tello, Idaho. A. L. Looney has been appointed chief car in- 
spector at Omaha, Neb. 

Asa H. Morrill has been appointed chief engineer for the 
Boston and Maine and the Maine Central at Portland, Maine. 

Joseph A. Bower has been appointed a member of the Port 
of New York Authority for New Jersey by Harold G. Hoffman, 
governor of New Jersey. He succeeds John J. Quinn, who 
resigned to accept the appointment as United States district 
attorney for New Jersey. 

W. O. Frame has been appointed assistant superintendent, 
Wymore Division, Chicago, Burlington and Quincy, at Wymore, 
Neb. 

A. L. Gilbert, district freight agent Wabash Railway, at 
Fort Wayne, Ind., has retired after 66 years of continuous 
service with that railroad. George J. Miller has been appointed 
to succeed him. The Wabash has also announced the appoint- 
ment of J. E. Dooley as division freight agent at Des Moines, 
Iowa, and Phil Schorr as division freight agent at Detroit, Mich. 

D. A. Marshall has been appointed port manager for the 
Board of Harbor Commissioners of Long Beach, Cal., succeed- 
ing W. J. Willis, who resigned. 

E. L. Thrall has been appointed assistant general freight 
agent for the Pere Marquette at Detroit, Mich. 

R. L. Burnap, executive assistant, Canadian National- 
Grand Trunk systems, at Chicago, has retired. He was with the 
Grand Trunk in Chicago for 28 years. The position of executive 
assistant at Chicago has been abolished. 

James J. Gleeson, traveling freight agent, Louisville and 
Nashville, received a prize of $100 offered by the L. and N. 
Employes Magazine for the best manuscript on courtesy. David 
S. Brooks, machinist, Corbin, Ky., won the second prize, and 
T. Finck Martin, advertising department, Louisville, Ky., the 
third prize. 

Morris W. Howe, general freight agent of the Mississippi 
—- Barge Line Company, at St. Louis, Mo., died suddenly 

uly 8. 

William G. Trufant, general agent in New York for the 
Denver and Rio Grande Western and the Western Pacific since 
1926, died July 11 while on a vacation trip at West Portal, Colo. 
We was 58 years old. 

John F. Galvin, 77, a member of the Port of New York 
Authority since 1923, chairman from 1928 to 1933 and since 
then director of port development, died suddenly at his home 
in New York July 12. 

J. G. McNab, foreign freight agent of the Canadian Pacific 
Steamships at Vancouver since 1925, has been appointed gen- 
eral foreign freight agent at Montreal. 

W. S. McCaa has been appointed commercial agent for the 
Alabama, Tennessee and Northern at Shreveport, La. 

Fred Brastrup has been appointed superintendent of the 
Idaho Division of the Northern Pacific at Spokane, Wash. He 
has been succeeded as superintendent of the Fargo Division, 
at Fargo, N. D., by Don S. Colby. 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Interstate Commerce Commission: Guy Amsler, Little Rock, 
Ark.; Harold A. Andrews, Providence, R. I.; Robert T. Arvid- 
son, Lansing, Mich.; David Axelrod, Chicago, Ill.; Meyer Balin, 
Chicago, Ill.; Edmund J. Barker, St. Louis, Mo.; Edward A. 
Biggs, Jr., Chicago, Ill.; James T. Britt, Kansas City, Mo.; 
Edward Britton, Portland, Ore.; James D. Brown, Washing- 
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ton, D. C.; Edward H. Bunnell, Washington, D. C.; Charles G. 
Caffrey, Washington, D. C.; Cassius M. Clay, Washington, 
D. C.; Benjamin S. Cooper, Los Angeles, Calif.; Harvey B. 
Cox, Washington, D. C.; Frank E. Crumley, Fort Worth, Tex.; 
Paul N. Dale, Chicago, Ill.; J. G. Davis, Jr., Huntsville, Tex.; 
George C. Doering, Philadelphia, Pa.; Lester L. Dunn, Lincoln, 
Neb.; Carl V. Elmquist, St. Paul, Minn.; Amos M. Felts, Austin, 
Tex.; Ralph W. Ford, Lincoln, Neb.; Lowell E. Gay, Washing- 
ton, D. C.; Willard H. Goodner, McAlester, Okla.; Eli Goro- 
dezky, Phoenix, Ariz.; C. J. Green, McClour, Calif.; Earle J. 
Harrington, New York, N. Y.; Harry W. Held, Washington, 
D. C.; Herbert G. Immenhausen, Chicago, IIl.; Clifford T. Inglis, 
Jacksonville, Fla.; Sidney H. Johnson, Granger, Ia.; William F. 
Kelly, New York, N. Y.; Frank E. Kirby, Columbus, O.; Lee S. 
Landon, Chicago, Ill.; R. Walton Lauck, Washington, D. C.; 
Samuel Lebowitz, Washington, D. C.; Oscar Lindstrand, Chi- 
cago, Ill.; Ralph Loeb, New York, N. Y.; Peter G. Martin, Jr., 
New York, N. Y.; Edwin J. McDermott, Philadelphia, Pa.; Ber- 
nard J. McKenna, Philadelphia, Pa.; Lee Miles, Little Rock, 
Ark.; James R. Miller, Elmhurst, N. Y.; Martin H. Miller, In- 
dianapolis, Ind.; Leo W. Mills, Yates Center, Kan.; Francis J. 
Morrissey, Jr., Philadelphia, Pa.; Helen Walter Munsert, Chi- 
cago, Ill.; Wm. M. Nevin, New York, N. Y.; Cecil D. Ninas, 
Kansas City, Mo.; Samuel J. Ohringer, New York, N. Y.; Allen 
E. Pusar, New York, N. Y.; Joseph L. Ragel, Chicago, IIL; 
W. Carl Richards, Cumberland, Md.; Alfred H. Sachs, Cleve- 
land, O.; Raymond B. Shepherd, Oklahoma City, Okla.; Louis 
R. Simpson, Chicago, Ill.; B. Leonard Slade, New York, N. Y.; 
Phillip Slone, New York, N. Y.; James B. Smiley, Birmingham, 
Ala.; Herbert Wm. Smith, New York, N. Y.; Eugene D. Straw, 
Toledo, O.; Lawrence P. Toomey, Iowa City, Ia.; Garrett J. 
Troff, Kalamazoo, Mich.; Thomas E. Twitty, Mobile, Ala.; T. P. 
Wadsworth, San Francisco, Calif.; Edwin E. Wyatt, Ft. Worth, 
Tex. 





Doings of the Traffic Clubs 





The New Haven, Conn., Traffic Club will hold a golf tour- 
nament and outing at the Racebrook Country Club July 29. 
In addition to golf, there will be other sports and games. 
Luncheon and dinner will be served. W. J. Foran, N. Y. N. H. 
& H., is general chairman of the committees in charge. 





Frank W. Norris, vice-president, Barnett National Bank, 
was the speaker at a luncheon meeting of the Traffic Clu® of 
Jacksonville, Fla., at the Mayflower Hotel July 13. 





The Traffic Club of Minneapolis, in cooperation with the 
Minneapolis Civic and Commerce Association, the Junior Traffic 
Club and the Junior Association of Commerce held a railroad 
week luncheon at the Nicollet Hotel July 16. C. A. Helsell, 
general attorney, Illinois Central, was the speaker. Members 
of the club will furnish automobiles to transport a group of 
mothers and children to the Salvation Army camp at Silver 
Lake, Minn., July 25. 





The Jamestown, N. Y., Transportation Club will hold its 
annual outing and meeting at Midway Park, Chautauqua Lake, 
N. Y., July 30. There will be a program of sports and entertain- 
ment. Dinner will be served. 





The Transportation Club of St. Paul, in conjunction with 
the St. Paul Association of Commerce, held a railroad week 
luncheon at the Hotel St. Paul July 15. Ralph Budd, president, 
Chicago, Burlington and Quincy, spoke on “The Railroads and 
Public Policy toward Transportation.” 





The Traffic Club of Dallas, Texas, held a railroad week 
luncheon meeting at the Palm Garden July 18. Marybeth Mc- 
Gurk, railroad week queen, and her attendants, were guests 
of honor. 





The Traffic Study Club of Akron will hold its annual outing 
at Lake Forest, Hudson, Ohio, August 4. There will be golf 
and other sports and games. Dinner will be served. Arnold 
Farrar is chairman of the committee in charge of arrangements. 


The Transportation Club of Decatur, Ill., will hold a two- 
day outing at the South Side Country Club July 21 and 22. 
On the first day there will be a golf tournament and a special 
luncheon. For the ladies there will be a luncheon and bridge 
party. On the second day there will be more golf, swimming, 
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horseshoe pitching and other sports. For the ladies there will 
be a breakfast at the Carr Tea Room and a theater party. In 
the evening there will be a dinner dance at the country club. 


The Motor City Traffic Club of Detroit will hold a golf 
outing at the Tam O’Shanter Country Club July 23. Luncheon 
and dinner will be served. 


The Milwaukee Traffic Club held a golf outing at the 
Tripoli Country Club July 17. Members of the club attended 
a railroad week luncheon at the Hotel Pfister July 13. The 
club will go on a boat ride, via the Pere Marquette car ferry, 
to Ludington, Mich., and return, July 25. An additional club 
golf outing has been scheduled at the North Hills Country Club 
for August 18. The club’s annual picnic will be held at Wolf- 
rum’s Resort, Cedar Lake, Wis., August 22. 


The Traffic Club of New York will hold its annual outing 
July 21 at the New York Athletic Club, Travers Island, Pelham 
Manor, N. Y. A baseball game, horseshoe pitching, swimming, 
tennis and golf are among the sports events planned for the 
day, with suitable prizes to be awarded to winners. A shore 
dinner will be served at 1:30 p. m. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the Inter- 
national Association of Machinists and other unions operating 
through the railway employes’ department, have been desig- 
nated to represent machinists, electrical workers, sheet metal 
workers, helpers and apprentices of the foregoing, of the Mystic 
Terminal Co. 


CONSTRUCTION INDICES FOR 1935 


The Commission’s Bureau of Valuation has promulgated 
a revised compilation of railroad construction indices, made by 
its engineering section covering 1935. A statement made in 
connection with the compilation follows: 


Taking 1910-1914 cost as 100, the index for the year 1935 for the 
railroads as a whole is 142. The peak was reached in 1920 when the 
index reached 226. The valley was penetrated in 1932-1933 when the 
index sank to 135. Construction items in which manual labor has been 
largely supplanted by mechanical, have shown receding costs in re- 
cent years, though there has been a slight increase in these accounts 
largely attributable to higher wages, from the valley of 1933. Notable 
among these accounts is grading which, from a high of 250 in 1920, 
fell in 1933 to 98; in 1935 it had advanced to 101. 

Accounts in which labor is a large factor reflect improved wages. 
Notable among these is equipment which struck a high of 265 in 1920, 
a low of 153 in 1932-1933, and in 1935 rose to 180. 

The index for steam locomotives which reached a high of 248 in 
1920, was 188 in 1935 as against a low of 168 and 166 in 1932 and 1933, 
a 2-year period in which only twenty-two steam locomotives were pur- 
chased by American Railroads, and a total of only fifteen were built 
for common carriers. Other locomotives, including electrics and Diesels, 
show a more pronounced advance. Rails remain at a level of 123 as 
against a high of 168 in 1920, and a pegged price, making an index of 
144 in the period 1925-1931, inclusive. Ties which reached 201 in 1920 
and struck a low of 139 in 1933, were up to 147 in 1935. 

The bureau's indices are shown not only for the country as a whole, 
but for the eight regions in which the country is divided by the Com- 
mission's Statistics for Railroads of the United States. 


NORTHERN PACIFIC LAYS WELDED RAILS 


The Northern Pacific has just completed laying the longest 
stretch of welded rails ever to be strung in one piece on a 
railroad system, according to an announcement by the rail- 
road. The job was completed July 10. The welded rail, 4,000 
feet long, was laid in the Boseman tunnel in the Rocky Moun- 


tains between Livingston and Bozeman, Mont. The rails, each 
39 feet long and weighing 131 pounds a yard, were welded 
together by pressure fusion at a temperature of 3,000 degrees. 
The work was done with the rails loaded end-to-end on 90 
gondola cars. After the work was completed, the string of 
gondolas was pulled into the tunnel and the welded rails low- 
ered into position. Each of the 4,000-foot lengths weighed 85 
tons. The unloading was carried out in 2 hours 35 minutes 
without interruption of traffic. 


HIAWATHA PATRONAGE INCREASES 


The Hiawatha, fast streamline steam train of the C. M. 
St. P. and P. between Chicago and the Twin Cities, carried 
50 per cent more passengers in June, 1936, than in the same 
month in 1935, according to a statement issued by William B. 
Dixon, general passenger agent. The June figures were 12,705 
passengers southbound and 11,652 northbound, an average of 
812 passengers a day. In June, 1935 the train hauled a total 
of 16,564 passengers, an average of 552 a day. All figures 
are for revenue passengers only. Since the train was put in 
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service May 29, 1935, it has carried 260,205 revenue pas- 
sengers, an average of 652 a day. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
June 15-30, inclusive, was 169,886, as compared with 190,996 in 
the preceding period, according to the Association of American 
Railroads. It was made up as follows: Plain box, 77,507; auto, 
12,167; total box, 89,674; flat, 4,988; gondola, 20,867; hopper, 
22,713; total coal, 43,580; coke, 581; S. D. stock, 20,304; D. D. 
stock, 4,050; refrigerator, 5,525; tank, 341; miscellaneous, 843. 
Canadian roads reported a surplus of 17,291 cars, made up of 
14,524 box, 570 auto, 298 flat, 588 gondola, 446 S. D. stock, 442 
refrigerator, and 423 miscellaneous cars. 


MILWAUKEE ROAD LIVE STOCK FEEDING 


The C. M. St. P. & P. has issued a booklet describing and 
illustrating its facilities for feeding live stock in transit at 
Aberdeen, S. D. The feeding yards, which have recently been 
enlarged and modernized, will accommodate 300 carloads of 
live stock at one time. They are the largest railroad owned 
in-transit yards in the country. Among the new facilities at 
the yards are electric lights over each pen, covered pens for 
use in bad weather, and a 1,265-foot artesian well which feeds 
directly into the water trough in the pens. The yards have han- 
dled as many as 9,000 cars of live stock in a year. Improved 
freight schedules make Aberdeen the only feeding stop neces- 
sary for cattle loaded in Washington, Idaho, Montana, and 
Dakota for delivery in the middle and eastern states. 


CONTAINER CORPORATION EARNINGS 


Net earnings of the Container Corporation of America have 
increased substantially in 1936 over 1935 thus far, according 
to the company’s quarterly report issued July 13 by Walter P. 
Paepcke, president. Earnings for the first six months of 1936 
were $481,845.09, or 74 cents a share, as compared with $432,- 
145.50, or 66 cents a share in the first six months of 1935. The 
earnings for the second three-months’ quarter for 1936 were 
$302,541.91, or 46 cents a share as compared with $224,335.81 
or 34 cents a share for the same quarter in 1935. In the first 
six months of 1936 all outstanding purchase money obligations 
were paid, in the amount of $232,860, and outstanding bonds 
and debentures were decreased by $182,500. Additions to 
buildings, machinery and equipment totaled $255,084 in that 
period. Dollar volume of business increased in the first six 
months of 1936 over the same period in 1935 by 4 per cent and 
the tonnage volume increased 11 per cent. Units booked thus 
far in July are 22 per cent ahead of the same period a year 
ago, while dollar bookings are 25 per cent ahead of last year. 


DOCKET OF THE COMMISSION 


July 20—Selby, S. D.—Selby Hotel—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of line from 
Alaska, S. D., etc. 
July 20—Jacksonville, Fla.—Hotel Mayflower—Examiner Fuller: 
1. & S. 4209—Fish from the south to eastern cities. 
1. & S. 4203—Shrimp from the south to eastern cities. 

July 20—Portland, Ore.—Circuit Court Room—Examiner Disque: ’ 
27217—Balfour, Guthrie & Co., Ltd., et al. vs. C. M. St. P. & P. et al. 
July 20—Washington, D. C.—Argument: : 

Finance 10954—Southern Railway proposed abandonment. 
July 20—Washington, D. C.—Examiner Walter: 
Air Mail Docket 15—North American Aviation, 
Airlines, Inc. 
July 20—Washington, D. C.—Examiner Cheseldine: 
Fourth Section Application 16385—Copper anodes, 
eastern points to Cleveland, O.—Filed by Curlett. 
July 20—Dover, Del.—New State House—Examiner Johnston: 
BMC 50971—Application of Edward C. Hill, Seaford, Del., to operate | 
as common carrier. 
BMC 50250—Application of James D. Rawlins, Seaford, Del., to oper | 
ate as common carrier. : 
BMC 50251—Application of Charles Dale Moore, Seaford, Del., to — 
operate as common carrier. z 
July 20—Washington, D. C.—Examiner Shanafelt: 
26967—-Pennsylvania Coal & Coke Corp. vs. Pennsylvania et al. 
July 20—Flint, Mich.—Federal Bldg.—Joint Board 57: 
BMC 50044—Application of Stanley S. Wilson, Fenton, Mich., to 
operate as contract carrier. 7 
July 20—Des Moines, Ia.—U. S. Court Rooms—Joint Board 53: 
BMC 50141—Application of B. L. Blackman, Seaton, Ill., to operate 
as contract carrier. 

July 21—Washington, D. C.—Argument: 1 
Fourth Section Application 14847—Plaster, plasterboard and related” 
articles and, also application Nos. 14769, 14924, 14928, 14943, 
15380, 15496, 15523, 15543, 15548, 15596, 15724, 15776, 16084, 16098, 

16102 and 16191. 
July 21—Chicago, Ill.—Hotel Sherman—Examiners Archer and Hosmer: 
|. & S. 4191 and 27425—Official territory pick-up and delivery service. © 
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Stocks kept fresh as a daisy 





...1n Record time 


Then good-will climbs skyward and turn-over 
speeds on high. It’s an ideal service set-up for any 
traffic manager to profit by, and you get it 100 per- 
cent when you use Railway Express to ship the 
goods. In many instances you can lay today’s orders 
on tomorrows counters by Railway Express’s swift, 
dependable service. 

Speed and dependability are Railway Express’s 
middle names. We pick up shipments by motor 
truck on phone call in all cities and principal towns, 
forward them at express train speed, deliver them 
promptly. Railway Express rates are low and there 
is no charge for pick-up and delivery. Shipping cost 
also includes insurance up to $50 without extra 
charge on each shipment of 100 lbs. or less, and on 
a basis of 50 cents per lb. for shipments over 100 Ibs. 
Additional insurance costs only 10 cents per $100 
valuation. Besides that, sureness is made doubly 
sure by two receipts — one to the shipper, and an- 
other to us, on delivery. With 23,000 offices spotting 
the continent, Railway Express can reach almost 
any consignee anywhere in America. C. O. Ds. are 
a specialty and just as fast. Prompt remittances. 


And for extra special super-speed, there's always 
Air Express on call — at low cost also — 2500 miles 
overnight. For service and information phone the 
nearest Railway Express office. 


RAILWAY EXPRESS 


AGENCY INC. 


NATION-WIDE RAIL-AIR SERVICE 
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July 21—Cedar Rapids, Ia.—Federal Bldg.—Joint Board 54: 
BMC 50146—Application of C. E. Carroll, Frederika, Ia., to operate 
as common carrier. 
July 21—Washington, D. C.—Examiner Wilkinson: 
* Finance 10992—New York, New Haven & Hartford Railroad Co. re- 
organization. 
July 21—Dover, Del.—New State House—Examiner Johnston: 
BMC 10053—Application of Norman C. Hedges, Laurel, Del., to 
operate as common carrier. 
EMC 50300—Application of Edward S. Humphreys, Crisfield, Md., to 
operate as common carrier. 
BMC 50764—Application of Clifton Summers, Crisfield, Md., to oper- 
ate as common carrier. 


July 2i1—Louisville, Ky.—Brown Hotel—Examiner Bardwell: 
27325—Intrastate class and commodity rates in Kentucky. 
July 21—Marion Junction, S. D.—City Hall—Director Sweet: . 
* Finance 11091—Application of C. M. St. P. & P. for abandonment 
of branch lines in Turner, Hutchinson, and Bon Homme counties, 
Ss. D. 
July 21—Watertown, S. D.—Federal Bldg.—Asst. Dir. Boles: 

Finance 10947—Associated Railways on abandonment of line from 
Conde, S. D., ete. 

July 22—Washington, D. C.—Argument: 

Fourth Section Applications 13457, 706, 707, 711, 718, 719, 723, 729, 
730, 739, 746, 748, 750, 1092, 1093, 1099, 1140, 1154, 1195, 1233, 1234, 
1238, 1243, 1244, 1262, 1263, 1318, 1347, 1392, 1396, 1397, 1417, 1418, 
1421, 1433, 1435, 1441, 1443, 2659, 4237, 4675, 4677, 4678, 4679, 4684, 
4689, 4691, 4703, 4717, 4718, 4726, 4730, 4731, 4732, 4745, 11250, 11476, 
11584, 11585, 11586, 11587, 11750, 11758, 11766, 11776, 11779, 11801, 
11810, 11811, 11829, 11830, 11866, 11920, 11921, 11934, 11935, 11962, 
11963, 11990, 12037, 12044, 12046, 12097, 12098, 12107 12129, 12142, 
12148, 12154, 12179, 12193, 13438, 74404, 14536, and 14631, also re- 
opened fourth section orders 1305, 4448, 4539, 4650, 4651, 4783, 
4860, 6757, 6843, 7188, and 9575, together with their respective 
applications—Pacific Coast fourth section applications. 

July 22—Miami, Fla.—U. S. Court Rooms—Examiner Fuller: 
27394—-Rate & Traffic Div. of City of Miami, Fla., vs. F. E. C. et al. 
July 22—Washington, D. C.—Examiner McAuliffe: 

BMC 2890—Application of All American Bus Lines, Inc., Chicago, IIl.. 
to operate as common carrier. 

BMC 2891—Application of Ni Sun Lines, Ltd., Chicago, Ill., to op- 
erate as common carrier. 

July 22—Washington, D. C.—Examiners Harris and Valentine: 

Fourth Section Application 16270—Livestock from stations on the 
Cc. C. & O.—Filed by Tilford. 

July 22—Charlotte, N. C.—U. S. Court Rooms—Examiner Higgins: 

BMC-F 48—Queen City Coach Co.—Lease and option to purchase 
Eastern Tenn. & Western N. C. Motor Transportation Co. 

July 22—Detroit, Mich.—Fort Shelby Hotel—Examiner Later: 

1. & S. M-4—Minimum charge in N. Y., Mich. and Ohio. 

July 22—Salt Lake City, Utah—Hotel Utah—Joint Board 48: 

BMC 50029—Application of Cameron Utah Arizona Truck Line, Pan- 
guitch. Utah, to operate as common carrier. 

July 22—Philadelphia, Pa.—Chamber of Commerce—Joint Board 65: 

BMC 50156—Application of Counties Transportation Co., Upper Darby, 
Pa., to operate as common carrier. 

BMC 50157—Application of Counties Transportation Co., 
Darby, Pa., to operate as contract carrier. 

July 22—Philadelphia, Pa.—Chamber of Commerce—Joint Board 66: 

BMC 50774—Application of Vedder Oil Co., Inc., York, Pa., to operate 
as contract carrier. 

July 22—Dover, Del.—New State House—Examiner Johnston: 

BMC 50192—Application of Thomas E. Flounders, West Philadelphia, 
Pa., to operate as common carrier. 

BMC 50229—Application of Eskridge & Bell, Bethel, Del., to operate 
as common carrier. 

July 22—Watertown, S. D.—Federal Bldg.—Asst. Dir. Boles: 

Finance 10947—Associated Railways on abandonment of line from 
Watertown, S. D., etc. 


July 23—Washington, D. C.—Examiner Harris: 
Fourth Section Application 16307—Brick and hollow tile from High- 
lands, Va., Kingsport and Johnson City, Tenn. 


July 23—Memphis, Tenn.—Peabody Hotel—Joint Board 51 and Ex- 
aminer Peyser: 
BMC 71154—Application Film Transit Co., Memphis, Tenn., to op- 
erate as common carrier. 
July 23—St. Louis, Mo.—Coronado Hotel—Examiner Lawton: 
BMC 50143—Application of E. A. Brannon, Vandalia, Ill., to operate 
as common carrier. 
July 23—Philadelphia, Pa.—Chamber of Commerce—Examiner Sullivan: 
EMC 50040—Application of P. B. W. Transportation Co., Phila., 
Pa., to operate as contract carrier. 
BMC 50433—Application of Shore Transportation Co., Atlantic City. 
N. J., to operate as common carrier. 
July 23—Detroit. Mich.—Hotel Fort Shelby—Examiner Later: 
BMC 48654—Application of John P. Fleming Driveaway Service, De- 
troit. Mich., to operate as common carrier. 
July 23—Jacksonville, Fla.—¥otel Mayflower—Examiner Higgins: 
BMC-F-42—Great Southern Trucking Co.—Purchase of property of 
National Convoy and Trucking Co. 
July 23—Jacksonville, Fla.—Hotel Mayflower—Joint Board 64: 
BMC-F 43—Great Southern Trucking Co. and Lane Truck Lines, 
Inc., merger. 
July 23—Washington, D. C.—Argument: 
* Fourth Section Applications 15301 and 15311—Cotton from the south- 
west and Mississippi Valley to New England ports. 


July 24—Washington, D. C.—Argument: 
Finance 7132—Colorado & Southern abandonment. 
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WHATEVER yousui! 
WHEREVER you snip! 


MARK IT 


ROUTE 


VIAPORT HOUSTON 


FAST 
RELIABLE 
EFFICIENT 


WE WOULD APPRECIATE AN 
OPPORTUNITY TO SERVE YOU 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 





TRAFFIC MANAGERS 








T. J. McLAUGHLIN 


TRAFFIC COUNSELOR 


Traffic 


Interstate Commerce and State Commission Cases and 
Rail and Truck Cests 
and Statistical Analyses Commerce 
101@ Earle Bidg. 


WASHINGTON, D. C. Specialists 





Statistical HENRY J. SAUNDERS 
i Cost “adieu Ores Sed Inte 
Analyses and Other —_ Agencies. 

644 Tranmspertation Bidg. Washingten, D. C. 
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Rock 


Island 


oda 


CHICAGO 


Seni FORNIA 


Go One Way — Return the Other 


AIR-CONDITIONED TRAINS 
De luxe 
GOLDEN STATE LIMITED 
via the colorful low-altitude way 
ROCKY MOUNTAIN LIMITED 
the scenic Colorado way 


FAST THROUGH FREIGHT SERVICE 


Many trains carrying carload and less than carload ship- 
ments to and from the West, Northwest and Southwest. 
Prompt handling that merits your patronage. Why not 
route your freight via Rock Island? 


ROCK ISLAND 


ees TRAVEL AND SHIP BY RAIL ee 





QUAKER LINE 


and 


CALIFORNIA EASTERN LINE 


Coast to Coast Services 
Albeny, nom York, Philedelphia, Baltimore, Norfolk, 
Newport News, anaes Jacksonville, Cristobal 


San Diego, Los Angeles, Sen siete Odiend, Stockton, Secramento, 
Portland, Seattle and T Seattle and Tecome 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 
17. Battery Place, New York 
Albeny—D & H Buliding Chicego—327 S. LaSalle St. 
Philede' The Bourse Pittsburgh—Gulf Bldg. 
Norfolk—111 E. Plume Street 
Beltimore—Keyser Building 
Boston—33 Broed Street 


Detroit—General Motors we. 
Savennah—Cotton Exchange " 
Jecksonville—P. O. Box 1866 
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ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 





Practicing Successer to Keene & Ames 
Fermerly Atterney and Examiner 
before the Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
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COMMERCE 


COMMISSION Southern Building 

; WASHINGTON, D. C. 
H Oklahoma City Office, Terminal Bidg. 
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July 24—Hattiesburg, Miss.—Federal Bldg.—Joint Board 28: 
BMC 50655—Application of Gulf Transport Co., Mobile, Ala., to op- 
erate as common carrier. 
July 24—Idaho Falls, Ida.—U. S. Court House—Joint Board 29: 
BMC 50781—Application of Clover Sturlin, Jackson, Wyo., to operate 
as contract carrier. 
July 24—Kansas City, Mo.—Chamber of Commerce—Joint Board 36: 
BMC 7061—Application of John M. Burk, Liberty, Mo., to operate 
as common carrier. 
BMC 50085—Application of Beckel & Ziebell, Herington, Kan., to 
operate as contract carrier. 
July 24—Kalamazoo, Mich.—Chamber of Commerce—Joint Board 73: 
BMC 63495—Application of Brown Motor Freight Lines, Inc., Kala- 
mazoo, Mich., to operate as common carrier. 
July 24—Steubenville, O.—Federal Bldg.—Joint Boards 59 and 61: 
BMC 34659—Application Star Cartage Co., Steubenville, O., to op- 
erate as contract carrier. 
July 24—Steubenville, O.—Federal Bldg.—Examiner Maidens: 
BMC 33548—Application of Star Cartage Co., Steubenville, O., to 
operate as a common carrier. 
July 24—Philadelphia, Pa.—Chamber of Commerce—Joint Board 67: 
BMC 50122—Application of William Brinkmann, Rahway, N. J., to 
operate as common carrier. 
BMC 50170—Application of Henry R. Butcher, Millville, N. J., to 
operate as contract carrier. 
BMC 50329—Application of Philadelphia Plaster Products Co., Phila- 
deiphia, Pa., to operate as contract carrier. 
July 24—New York, N. Y.—Pennsylvania Hotel—Examiner Naftalin: 
BMC 3571—Application of Motorways Terminal, Inc., New York, N. 
Y., to operate as common carrier. 
July 25—Kansas City, Mo.—Chamber of Commerce—Joint Board 55: 
BMC 50142—Application of H. C. Bonham, Lathrop, Mo., to operate 
as common carrier. 
July 25—Cleveland, O.—Statler Hotel—Joint Board 27: 
BMC 50130—Application of C. & M. Trucking Co., Cleveland, O., to 
operate as contract carrier. 
July 25—Philadelphia, Pa.—Chamber of Commerce—Joint Board 67: 
BMC 50089—Application of Fred Beloff, Tuckerton, N. J., to operate 
as contract carrier. 
BMC 160—Application of Harry’s Transfer, Vineland, N. J., to op- 
erate as common carrier. 
BMC 50926—Application of Harry’s Transfer, Vineland, N. J., to op- 
erate as contract carrier. 
July 27—Philadelphia, Pa.—Chamber of Commerce—Examiner Sullivan: 
Finance 11199—Application of Lehigh & New England for abandon- 
ment of East Bangor Branch, in Northampton county, Pa. 
July 27—Cheyenne, Wyo.—Federal Bldg.—Joint Board 50: 
BMC 50054—Application Charles Edward Acheson, Cheyenne, Wyo., 
to operate as common carrier. 


LAKE and RAIL 


vadLJI CO 


Serving Eastern and Western Lake Ports—scheduled 
sailings—joint rail and lake rates appl between 
points on, and East and West of the Lakes. 


GREAT LAKES 
TRANSIT CORPORATION 


223 Erie Street Buffalo, N. Y. 


Huber 


MOTOR EXPRESS 


1001 
W. Main St. 


Louisville, Ky. 


2933 
S. Calumet Ave. 
Chicago 


{ Daily Refrigerator Service Between 
CHICAGO LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all 


in Kentucky, Tennessee, 
North Carolina, So Georgie 


Carolina end 
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July 27—Lewiston, Ida.—Federal Bldg.—Joint Board 49: 








Vol. LVIII, No. 3 





BMC 50102—Application Lolo Pass Motor Freight, Lewiston, Ida., 
to operate as common carrier. 


July 27—Washington, D. C.—Examiner Fuller: 
1. & S. 4174 and ist and 2nd supps.—Glass from Okmulgee, Okla., 
to Kan. and Mo. 
July 27—Columbus, O.—Deshler Wallick Hotel—Examiner Maidens: 
BMC 50058—Application of Aller Transportation Co., Columbus, O., 
to operate as common carrier. 
July 27—Wichita, Kan.—Allis Hotel—Joint Board 19: 
BMC 50056—Application of Ainsworth Oil Co., Humphrey, Neb., to 
operate as contract carrier. 
BMC 50060—Application of Alvard Transport Co., Salina, Kan., to 
operate as contract carrier. 
July 27—Asheville, N. C.—U. S. Court Room—Examiner Worthington: 
27262—American Agricultural Chemical Co. et al. vs. A. & R. et al. 
July 27—Dallas, Tex.—Baker Hotel—Joint Boards 32 and 33: 
BMC 50544—Application of Texas & Pacific Motor Transport Co., 
Dallas, Tex., to operate as common carrier. 
July 27—Boston, Mass.—Hotel Lenox—Examiner Naefe: 
BMC 50439—Application of Becker Transportation Co., Inc., 
bridge, Mass., to operate as contract carrier. 
July 27—Boston, Mass.—Hotel Lenox—Examiner Naefe: 
BMC 50138—Application of Byford Transportation Co., Lynn, Mass., 
to operate as contract carrier. 
July 27—Albany, N. Y.—Public Service Comm.—Joint Board 71: 
BMC 50120—Application of Buehler’s Express, Schenectady, N. Y., 
to operate as common carrier. 
July 27—Baltimore, Md.—Assn. of Commerce—Joint Board 74: 
BMC 50260—Application of Fleigley’s License Tag Service, Hagers- 
town, Md., to operate as common carrier. 
July 27—Indianapolis, Ind.—U. S. Court Rooms—Examiner Later: 
BMC 50071—Application of Auch Overland Lines, Inc., Indianapolis, 
Ind., to operate as contract carrier. 
July 27—Santa Fe, N. M.—U. S. Court Rooms—G. L. Swink: 
BMC-F 34—Santa Fe Trails Stages, Inc.—Acquisition of control of 
Rio Grande Stage Lines, Inc. 
July 27—Atlanta, Ga.—-Biltmore Hotel—Joint Board 64: 
BMC-F 54—K. & L. Transportation Co., Inc.—Purchase of property 
of Gamble Motor Express, Inc. 
July 27—Boston, Mass.—Hotel Lenox—Examiner Naefe: 
BMC 50948—Application of Norton Motor Transportation, Salem, 
Mass., to operate as common carrier. 


July 27—Washington, D. C.—Examiner McDaniel: 
BMC 3979—Application of W. G. Cosby Transfer, Richmond, Va., 
to operate as common carrier. 


Cam- 


July 27—Indianapolis, Ind.—U. S. Court Rooms—Examiner Later: 
BMC 50132—Application of Central & Southern Truck Lines, Scotts- 
burg, Ind., to operate as contract carrier. 
July 28—Rochester, N. Y.—U. S. Court Rooms—Joint Board 41: 
BMC 50017—Application of Greenaker Transport Co., Bergen, N. Y., 
to operate as contract carrier. 
July 28—Washington, D. C.—Examiner McDaniel: 
BMC 50262—Application of Zephia Odell Clark, Martinsburg, W. Va., 
to operate as common carrier. 
July 28—Charleston, W. Va.—U. S. Court Rooms—Joint Board 62: 
BMC 50253—Application of Ford Transfer Co., Preston, Ky., to 
operate as contract carrier. 





CHANGES IN DOCKET 


Hearing in Fourth Section Application 16150, assigned for July 16, 
at Birmingham, Ala., before Examiner Fuller, was postponed to date 
to be hereafter fixed. 

Hearing in Air Mail Docket 16, assigned for July 13, at Washing- 
ton, D. C., before Examiner Leasure, was canceled and reassigned 
for August 10, at Washington, D. C., before Examiner Leasure. 

No. 25727, Seatrain Lines, Inc., vs. A. C. & Y. et al., was set for 
argument at Washington, D. C., July 18. 








HELP WANTED—Male traffic assistant—thorough traffic knowl- 
edge; capable checking freight rates all territories, routing L. C. L. 
shipments. Excellent opportunity in large, rapidly-growing organiza- 
tion. State age, education, religion, salary, and full qualifications. 
Address, Box FFC-1, Traffic Service Corporation, 418 South Market 
Street, Chicago, Ill. 





TARIFF FILE WANTED—Suitable for regional or nation-wide 
freight bill auditing. Address, Box FFA-1, Traffic Service Corp., 418 
S. Market St., Chicago, IIl. 
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PERSONNEL 


An organization of alert, efficient men— 
trained to the development and mainte- 
nance of schedules and procedure methods 
that insure the movement and handling of 
freight with the greatest possible dispatch. 


EQUIPMENT 


With a great fleet of Class H locomotives 
and other comparable equipment, many 
“North Western” freight trains operate on 
express schedules at passenger train speeds. 


FACILITIES 


“North Western’s” terminal facilities at 
Chicago and other points are among the 
finest in the world. They make possible 
“short cuts” and time saving that are re- 
flected in ““North Western’s”’ fast schedules. 


For information about freight or passenger 
movements, consult any 


C. & N. W. RY. REPRESENTATIVE 


navel Ship via 
WESTERN 


RAILWAY 







































aa et ee ee 


oT om 


REE AIRS: PH STR 
a i 


aad 
Aon BP se en ee 
ST TSS 

mete 


itl ee 2 
¥ oe Naren yRag nN RK 


REARS 
ee 


gt Rgharstig® 
Sac Seen ee es 


- 


RC ee 


Pinal vet 
5 ah eo ital ih Jig . cgiptipe= - . 























58a pee 
SOS Sie es, 


~ 
Sci — 








PAGE 146 The Traffic World Vol. LVIII, No. 4 


THE SHIPPING OUTLET FOR THE 
NATION’S BASIC COMMODITIES 

















The SOO LINE traversing the great NORTHWEST—the 
source of the nation’s basic commodities — grain, lumber, ore, 
coal, etc., connecting with Canadian lines at Portal, N. D., Noyes 
and Duluth, Minn., and Sault Ste. Marie, Mich., and all lines 
west of Twin Cities, is in an advantageous position to give you 
quick transportation on all freight to and from this territory. 


AT YOUR SERVICE 


Your freight problems are our job. Special consignments that 


require extra care or handling receive the attention they demand. O O 
Our army of trained employees is ready to care for your freight E 
whether it be a crate or a carload. When you say—“Care of IN 


SOO LINE”’ you are assured of getting the best. 
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SOO SERVICE WILL BE SATISFACTORY TO 


Tie Teths 2 


YOU DON'T 
DEPEND 


@ THERE was a time when the foreman’s fingers deter- 
mined the quality of the materials in the paperboard 
shipping cases that have the duty of protecting your 
products through shipment and storage. But today 
the ‘‘rule of thumb’”’ is owt in the modern mills and 
factories of Container Corporation of America. 


Exact formulae and laboratory-controlled methods 
produce Concora paperboards. Design specialists con- 
struct the finished shipping case—which must pass 
searching laboratory tests that approximate the treat- 
ment it will meet in actual use. 


This background of scientific accuracy can help you 


solve your shipping problems. Ask our representative 
for the whole story. 


CONTAINER CORPORATION OF AMERICA 


GEemeRAL OFFICES: 111 WEST WASHINGTON STREET, GrreaGoO, ILLINOIS 


MILLS, FACTORIES AND SALES OFFICES AT STRATEGIC LOCATIONS 

























A Coast to Coast Transportation Service 


The Tre Wet rien 


3” 


LION 
alads 


Q.-How many billion salads? 
A.-Three and one-quarter billion. 


Before the 1936 lettuce season ends, Southern Pacific will have 
shipped 829,980,000 heads of crisp lettuce to the dinner tables 
of the nation. If you figure four ordinary salads to a head, you'll 
have an accurate count of the number of salads S. P. will be 
responsible for in 1936. 


Q.-Gosh, that’s about the total shipped in the country, 


isn’t it? 


A.-Just about. 


During 1935, 46,978 carloads of lettuce were shipped from all 
sections of the United States. Of this amount, 93% was grown 
in California and Arizona. And of the 93%, Southern Pacific 
carried 88% to market. 


Q.-That must require quite an organization, doesn’t it? 
A.-We’ve got some figures on that too. 


The Pacific Fruit Express, our subsidiary refrigerator car line, 
averages about 22,000 lettuce diversions each year out of one 
district alone—Salinas-Watsonville-Hollister. (P.F.E.’s excel- 
lent record in changing destinations of cars en route was told 
last March in Traffic World.) 


Q.-You folks must spend all your time shipping lettuce. 
A.-All our time? A list of the things we ship, year after 


year, would fill a good-sized newspaper. 
Give us a crate of eggs or a dynamo and we'll get it there in 
top shape and on time. Nothing is too big, nothing too small for 
our transportation service. What's your problem? 
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